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DIESEL RAILWAY TRACTION SUPPLEMENT 
The June issue of THE RAtway GAzetTe Supplement, 
illustrating and describing developments in Diesel Railway 
Traction, will be ready on June 1, price 1s. 


TO CALLERS AND TELEPHONERS 
Until further notice our office hours are: Mondays to 
Fridays, 9.30 a.m. till 5.30 p.m. 
The office is closed on Saturdays 


ANSWERS TO ENQUIRIES 


By reason of staff shortage due to enlistment, we regret 
that it is no longer possible for us to answer enquiries 
involving research, or to supply dates when articles appeared 
in back numbers, either by telephone or by letter 


ERRORS, PAPER, AND PRINTING 


Owing to shortage of staff and altered printing arrange- 
ments due to the war, and less time available for proof 
reading, we ask our readers’ indulgence for typographical and 
other errors they may observe from time to time, also for 
Poorer paper and printing compared with pre-war standards 
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The Peers Warn the Government 
NUMBER of Peers gave a plain warning to the Govern- 
ment of the dangers to the national economy which are 
inherent in the present policy of nationalisation, when the sub- 
ject was discussed in the House of Lords last week. Lord 
Teviot called on the Government to postpone its nationalisa- 
tion policy and to free industry from control. He said that 
uncertainty was stifling enterprise, and argued that business 
should be removed entirely from politics. There was in the 
country a feeling of great uncertainty, and he and others con- 
templated that within a year or eighteen months there would 
be a serious crisis as a result of the policy pursued by the 
Government. Lord Geddes instanced non-ferrous metals as a 
commodity of great importance to the nation, which was con- 
trolled by civil servants. At present there was a world shortage 
of 400,000 tons of copper, and producers received their instruc- 
tions from the Ministry of Supply. The civil servants in charge 
might be able men, but they did not have the necessary de- 
tailed knowledge of the technicalities of the industry. He, too, 
urged that it was necessary to be rid of the uncertainties which 
the Government were creating for business people. Lord 
Monkswell argued that one of the results of nationalisation 
would be to obscure the issue of economy, and criticised the 
Government on the grounds that little attempt was being made 
to adjust wages to output. 
* ~ * * 
Government’s Uncompromising Reply 
Lord Winster, who replied for the Government, said that the 
country had endorsed the policy of the Labour Government, 
and would expect Socialist measures from a Socialist Govern- 
ment. The basic industries which were to be nationalised alli 
required considerable capital expenditure and the State could 
borrow much more readily than the private owner: also, it 
could ensure that capital resources were made available at the 
right time and in the right place. He claimed that before 
reaching its decision to nationalise a considerable portion of the 
iron and steel industry, the Government had satisfied itself that 
here were definable sections of the industry which ought to be 
brought under public ownership. In dealing with the organisa- 
tion to be decided on fer nationalised industries, he said that 
exact arrangements would depend on the needs of each in- 
dustry. The more common type of organisation would be the 
National Board, but some industries might be better run on a 
regional basis. For all the industries concerned the Govern- 
ment was determined to get the best technical ability available 
and to make the best use of it. 
a * * * 
Railway Reconstruction at Manchester 
The Manchester Guardian has expressed concern at the ~ un- 
sytematic railway ‘system*” from which Manchester suffers as 
a result of the independent activities of rival railway promoters 
in earlier times. It complains that the chief difficulty is the 
lack of direct rail connections between the main-line terminals 
The City of Manchester Plan recommended that the existing 
Exchange, Salford, and Central Stations should be replaced 
by a large new station, through which the main-line services 
of Victoria and London Road also could pass. The Manchester 
Guardian is disappointed that the L.M.S.R. proposes to rebuild 
Exchange and Victoria Stations as soon as labour and materials 
permit, as in its view this will perpetuate “the inconvenience 
to passengers and the hindrance to civic redevelopment which 
their separate existence entails.” The Manchester Guardian 
does not mention that both Victoria and Exchange Stations 
were extensively damaged by enemy action, and no doubt the 
decision of the railway company has been influenced by (a) 
the fact that the railway proposals in the Manchester plan 
ire of a “ long-term ~ nature. and (b) the necessity for reason- 
ably adequate working facilities and amenities to be available, 
and the undesirability of leaving these two important stations 
in their present condition for an indefinite period. 


a * * * 


The Railway Situation in Morocco 

According to recent reports, the condition of railway equip- 
ment in French Morocco is deplorable, especially as regards 
locomotives. Not more than 35 electric and 90 steam loco- 
motives were believed to have been in use during the latter 
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part of 1945 on all the railway lines in French Morocco. 
Furthermore, the low speed at which trains operate on the 
electrified system in order to conserve current has the same 
effect on availability of locomotives as a further reduction in 
their number. The railways have been unable to handle all 
the phosphate that was available for shipment; consequently 
stocks accumulated at the drying plants, although not in 
sufficient quantities to necessitate a reduction in drying. Any 
improvement in transporting the phosphate in 1946 seems very 
uncertain unless a greatly accelerated programme of repairs 
and replacement of rail equipment is carried out. It is doubt- 
ful whether equipment received in the first nine months of 
1945 more than made up for damage and depreciation during 
the same period. The only favourable factors in prospect for 
the present year are the further reduction of military traffic, 
releasing equipment for other uses, and the hoped-for increase 
in electric-power production. 
* * * * 

Overseas Railway Traffics 

In the 44th week the previous declines on the Buenos Ayres & 
Pacific were arrested, and a gain of ps. 12,000 was shown. This 
was followed in the 45th week by an increase of ps. 37,000. 
putting the company ps. 3,997,000 ahead of its position at the 
corresponding time last year. The other three main British- 
owned Argentine railways have also shown increases through- 
out the fortnight under review. totalling ps. 1.114.000 on the 
Buenos Ayres Great Southern, ps. 292.000 on the Buenos Ayres 
Western, and ps. 863.447 on the Central Argentine. Argen- 
tine North Eastern takings had a setback of ps. 4,800 in the 
44th week after the increases of the preceding 14 days, but 


recovered again with an increase of ps. 12,000 in the 45th 
week. Results are compared in the following table: 

No.of Weekly Inc.or Aggregate Inc. or 

week traffics dec. traffics dec. 
Buenos Ayres & Pacific* << ee 2,357 37 103,021 + 3,997 
Buenos Ayres Great Southern* 45 3,694 + 76l 161,456 10,298 
Buenos Ayres Western* soe aD 1,231 + 222 54,084 + 3,318 
Central Argentine* ... oun 3,262 + 503 142,197 12,102 

£ £ £ £ 

Canadian Pacific _ «» 19 1,020,200 94,800 20,771,200 1,549,200 


* Traffic returns in thousands of pesos 
The decrease of £94.800 in Canadian Pacific traffics for the 
19th week compares with one of £190,000 in the preceding seven 
days. 


Relaxed Travel 

Travel is a commodity which in normal times has no 
saturation point, and ease of travel. which also means an 
opportunity for mental relaxation as well as speed and mere 
physical comfort, will beget more travel. These theories were 
developed in an interesting way by Colonel E. J. W. Rags- 
dale in an address to the Canadian Railway Club which is 
dealt with briefly elsewhere in this issue. The author con- 
siders that the railways should adopt “Relaxed Travel” as 
their slogan for the future because this is the one field in 
which they have no competition from air or road transport. 
Their task, moreover, should be to lessen rather than increase 
the number and intensity of sensations. and the dance floor 
and the cinema have no place in the railway coach. Much 
remains to be done in evolving the ideal seat to enable the 
traveller to relax and sleep without tying himself into knots. 
Although people have been sitting down for generations, we 
still know very little about the art, despite the fact that experts 
have established a formula for comfortable seats. 


* * * * 


Slip Coaches Again 

The first world war caused the almost complete disappearance 
of slip coaches from all British railways but the G.W.R.; and 
it was freely prophesied that after the recent war this pecu- 
liarly British mode of traffic operation would Slip 
coach working is costly, because every slip portion must be 
manned by its own guard; it requires the use of specially 
fitted stock; and the blank end of the slip brake van interrupts 
the continuity of the train corridor in any train in which 
the slip coach may be marshalled for the return journey, 
unless it is the rearmost vehicle. About 1910 the London & 
North Western and Midland Railways introduced vestibuled 


cease. 
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slip coaches, which provided communication between the main 
train and the slip portion until shortly before the latter was 
detached, so allowing slip-coach passengers access to restaurant 
cars, and allowing collectors to pass through the length of 
the train. In the interests of maximum safety of operation the 
G.W.R. has never adopted the latter practice. The first post- 
war restoration of slip coaches on the Great Western is con- 
fined to slips from down expresses at Bath and Stoke Gifford, 
and from up trains at Reading (two) and Didcot, five in 
all. The slip at Stoke Gifford is an excellent example of 
the advantage of the slip coach principle; it is detached 
at a point where no passenger could join the main train, so 
that time would be wasted by stopping the latter unnecessarily; 
and it restores to Bristol a valuable late evening service from 
London by the 7.55 p.m. South Wales express without any 
additional stop or schedule alteration of the latter. 
* * * x 

London-Birmingham by G.W.R. 

Among progressive post-war developments has been that of 
the G.W.R. express passenger service between Paddington, Bir- 
mingham, and Wolverhampton. When the G.W.R. brought 
its systematic timetable into force in July, 1924, departures from 
{London to Birmingham and the North were fixed at 10 min. 
past the hour, and were at 9.10, 10.10 (summer only), and 
11.10 a.m., and 2.10, 4.10, 6.10. and 7.10 p.m. Some 
later, to ease the running times, the 11.10 a.m. and 4.10 p.m. 
departures were advanced to 11.5 and 4.5, thus rather spoiling 
the sequence. In this summer’s timetable, however, the 11.10 
and 4.10 departures have at length been restored: moreover, 
although the 7.10 p.m. down, withdrawn on the outbreak of 
war, has not reappeared, for the first time the gap between 
4.10 and 6.10 p.m. has been filled by a new restaurant car 
express at 5.10 p.m. This is of particular interest to residents 
to the south of Birmingham, as it restores the privileges given 
in the earliest G.W.R. Birmingham two-hour express days of 
setting them down ai Knowle and Dorridge, now by a stop 
instead of a slip coach. Similarly in the morning, an entirely 
new addition to the approximately hourly morning departures 
from Birmingham tc Paddington is a 7.55 a.m. up breakfast 
car train, also calling at Knowle. Other recent additions have 
been the 24-hr. restaurant car expresses at 9 a.m. down, reliev- 
ing the 9.10, and at 4.50 p.m. up, calling only at High Wycombe, 
Thus there are now seven well-spaced daily expresses in cach 
direction, averaging in journey 2! hr. down and 2 hr. 25 min 
up, and five each way restaurant-car equipped. 


years 


* * * * 


A Travel Agency in Wartime 

Although its normal activities were curtailed, the great travel 
and tourist organisation built up by Thomas Cook & Son 
Limited embarked upon new and valuable tasks during the 
war. for which it was specially adapted by its extensive ramifi- 
cations. At the outbreak of war the Government entrusted 
ihe firm with the despatch of letters to British citizens stranded 
in occupied countries, and to friendly aliens in those countries. 
Several thousand letters passed through the firm’s hands and 
were delivered safely. A special Continental Communications 
Service was set up to keep in touch through neutral countries 
with the families of refugees in Great Britain. The firm also 
organised its own comforts service for the Forces, subscribed 
to by its clients, more than 700,000 parcels being despatched. 
On the travel side, the evacuation of children to safety overseas 
was undertaken by the firm. In Egypt, the company’s Nile 
steamers went on war service, and the Cook’s engineering 
works at Boulac executed many large contracts for the three 
motor transport repair department at these 
works employed seme 800 men on the maintenance and repair 
vehicles. 


services. The 


of service 
* * * * 


Steam, Electric, or Diesel-Electric Power ? 

The progress of diesel-electric power in the United States 
is having remarkable results. During 1945 the potential coal 
consumption of steam locomotives displaced by diesel power 
was some 12,400,000 tons. Beginning with shunting, diesel 
locomotives have invaded every operating field. The famous 
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“Twentieth Century Limited ” of the New York Central system 
js one of many notable passenger trains that have been turned 
over recently from steam to diesel haulage. Most notable of 
all the decisions to experiment with diesel power on long- 
distance passenger trains, probably, is that of the Pennsylvania 
Railroad, for this company, with the help of its own locomo- 
tive-building shops and locomotive-testing plant at Altoona, 
in its “T1” 4-4-4-4 passenger and “ Q2” 4-6-4-4 freight de- 
signs, has evolved two of the most efficient and capable steam 
jocomotive classes in the country, and also, between New 
York and Philadelphia, and both Washington and Harrisburg, 
has a highly developed electric service. Nevertheless, some 
large orders for diesel passenger power have been placed. 
* * * * 
What is a Semaphore? 


At a recent meeting of the Institution of Railway Signal 
Engineefs, a speaker asked for details of the history of the 
semaphore and the meaning of the term. The word itself— 
of Greek derivation—means “to bear or convey a sign or 
message,” and thus has no relation to any specific type of 
apparatus. By general custom, however, it came to be 
identified with those forms of visual telegraph which con- 
veyed their signals by arms, displayed in combination in 
various positions. This type of telegraph had been originated 
by Chappe in France in the 18th century, and played a part 
in the revolutionary wars. Such systems fell into disuse after 
the electric telegraph was introduced, although the simple 
two-arm type eventually received international recognition at 
sea. Gregory, Engineer of the Croydon Railway, copied naval 
practice in making his first railway semaphore at New Cross 
in 1841, and although other kinds of signal were used for a 
time, the arm type finally superseded them as a running 
signal on British railways. 

. * * * 
A New Sectioned Perspective Drawing 

About a year ago we published a notable pioneer effort, so 
far as locomotive engineering is concerned, consisting of a very 
successful attempt to illustrate, by means of a large sectioned 
perspective view, the principal features and components of the 
front end of a modern locomotive. This drawing, for which 
we were indebted to the L.M.S.R., was the work of one of that 
company’s technical staff at Derby: and now—through the 
kindness of Mr. Ivatt, Chief Mechanical Engineer, we are able 
to illustrate a new example of Mr. Stockton’s work. The new 
drawing shows the details of the cylinders and motion of one 
of the class “5” two-cylinder 4-6-0 mixed-traffic locomotives. 
and introduces certain new features which show definite 
advances in technique, such as the incorporation of “ex- 
ploded * views, and the method of labelling the different parts 
so as to avoid the use of reference numbers or letters and a key. 
In the past the motor-car and aircraft industries have been the 
chief exponents of this method of presentation, the value and 
potentialities of which are undeniable: it is gratifying therefore 
to see the railways beginning to use—and to use so well—this 
most effective instrument. 

* * * * 
Conversion of L.N.E.R. “ Football’? Locomotive 

One of the 4-6-0 locomotives familiarly known as the “ Foot- 
ball * (* B17) class on the L.N.E.R.. No. 2871, Mancheste: 
City, has been rebuilt by Mr. Thompson, Chief Mechanical 
Engineer, in the manner adopted for dealing with several other 
of Sir Nigel Gresley’s three-cylinder locomotives. Two cylin- 
ders, standard with the castings used on certain other classes, 
have been fitted in place of the original set, and opportunity has 
been taken to provide a new boiler of the standard type used 
on the “ B1” class 4-6-0s and other modern types. Naturally 
the valve gear has had to be redesigned: two plain sets of Wal- 
schaerts gear replace the former Gresley motion. In the con- 
verted locomotive, which is described and illustrated elsewhere 
in this issue, the old “limited cut-off” idea is abandoned in 
favour of a maximum of 75 per cent. in full gear. The piston 
valves are 10 in. in dia., with a steam lap of 14 in. and a maxi- 
mum travel of 635 in. There is now but little difference be- 
tween this locomotive and the standard “ Bl” class 4-6-0, and 
the converted ‘“ BI7s” (now reclassified as “ B2”) should 
acquit themselves very well in traffic. 
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An Outline of Railway Traffic Operation 


HROUGH the enterprise of The Railway Magazine, a useful 

addition has been made to our somewhat scanty literature 
of transport. Some time ago the Editor of that popular jour- 
nal invited Mr. T. F. Cameron to contribute a series of articles 
on railway administration and operation, which would ex- 
plain, without going deeply into technicalities, how our main 
lines are run. The articles attracted considerable attention and 
have now been published in book form under the title “An 
Outline of Railway Traffic Operation.”* In a foreword to 
the volume Sir Charles Newton, Chief General Manager, 
L.N.E.R., expresses the opinion that “in their permanent form. 
these articles should help many young railwaymen to a better 
understanding of the principles that guide the vast and com- 
plex organisation they serve.” We agree with Sir Charles 
Newton, but think that the book will also appeal to a large 
section of the public. Anything concerned with railways 
interests a multitude of people who are not engaged in trans- 
port, and Mr. Cameron’s pages will give them an up-to-date 
account of modern practice, including some innovations due 
to the exigencies of wartime. 

The author begins by describing how the staff of a British 
railway is recruited and ends with a discourse on the training 
of a traffic working expert. These two chapters may be 
studied together with profit. They emphasise the need for 
the careful selection of new entrants into the service and also 
dwell on the importance of courses of instruction at suit- 
able stages in the career of a young railwayman. Mr. Cameron, 
who is himself a graduate of Edinburgh University, makes 
some pertinent remarks about the choice of University men 
for special training. With the aid of charts, he next tells how 
the four main-line companies organise their business and 
what the functions of the Railway Clearing House are. Chap- 
ters on “ The Trend of Signalling” and “Rules and Regu- 
lations ” then lead to an analysis of the methods of conducting 
traffic movements, which is divided under eleven heads, 
ranging from “The Preparation of Timetables” to “New 
Works Procedure.” 

In the space at his disposal Mr. Cameron could not treat 
exhaustively subjects like “ Train and Traffic Control” or 
“The Working of Marshalling Yards and Goods Stations.” 
What he has done admirably is to give a broad outline of 
the main factors which have to be taken into account by the 
operating and locomotive running staff in the course of carry- 
ing out their day-to-day duties. Any reader possessed of a 
little imagination should gather a clear idea of the problems 
which await the train controller, the rolling stock distributor, 
the locomotive shed supervisor, or the dock superintendent. 
There is room for argument about some of the statements 
made. For example, when Mr. Cameron speaks disrespect- 
fully of freight train punctuality, he seems to forget that his 
own company issued a public timetable before the war showing 
the departures and arrivals of express freight trains at im- 
portant centres. The number of these fast services is sure 
to grow, as more than 20 per cent. of railway freight vehicles, 
excluding mineral wagons, and brake vans, are now fitted with 
air-operated brakes. 

The remaining chapter, dealing with “ Statistics of Opera- 
tion,” offers further openings for controversy. Mr. Cameron 
appears to be suspicious of the use of many general statistics 
and to be inclined to rely on the examination of local returns 
or rosters bearing on a particular phase of working. It is 
difficult, he says in one passage, to see what meaning is to be 
read into “wagon miles per train engine hour” when regard 
is had to the fact that some of the wagons have contained 
50 tons of bricks and some 14 tons of hay. The answer, we 
suggest, is that the inequalities in the statistical unit will occur 
in much the same degree in each comparative period and 
do not cancel its efficacy as a guide, though it may not be 
sO precise as “net ton miles per train engine hour.” Again, 
we are a little surprised to read that “one of the commonest 
faults of statistics, or rather of their compilers, is that too 
great a mass of figures is produced.” Statistics, being the 


*** An Outline of Railway Traffic Operation,”” by T. F. Cameron, Divi- 
sional General Manager, Scottish Area, L.N.E.R. The Railway Publishing 
Co. Ltd., 33, Tothill Street, Westminster, S.W.1. Price 12s. 
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distilled essence of masses of figures, go into small compass. 
Their compilation is controlled to a great extent by the require- 
ments of the Ministry of Transport, though each company pre- 
pares certain returns and sectionises its results to suit its 
system of management. An occasional review of the state- 
ments circulated to the traffic officers would eliminate any 
superfluous records. 

Possibly the time is ripe for a fresh study of railway operat- 
ing Statistics and of the methods of using them. More than 
twenty years have passed since Mr. F. H. Graveson revised the 
textbook on “ Railway Operating Statistics,’* written by Mr. 
C. P. Mossop in 1911. Fortunately that useful book is still 
in print and can be consulted with advantage by railwaymen 
who have to handle statistics, but an advanced treatise on the 
application and interpretation of statistics is not, so far as 
we are aware, available. 

Mr. Cameron’s book, which is excellently printed and pro- 
fusely illustrated, is not intended for specialists in any branch 
of railway working, but touches lightly on a wonderful variety 
of points and in some directions breaks fresh ground. We 
commend the volume confidently as an introduction to a sub- 
ject which is of perennial interest. 


* * * ~ 


Improved Train Services 


HE May timetables of the four main-line railways are not 
sensational, but train services on the whole are im- 
proving, and there are a few outstanding alterations. Even if 
the locomotives had been in pre-war condition and coal of 
pre-war quality, this first post-war summer obviously was not 
the time for acceleration, and as the main task now facing 
the railways is the conveyance, in reasonable comfort, of 


a very heavy holiday traffic, “new” trains are nearly all 
restored on services on Saturdays to and from the coast 
resorts. It seems rather a pity that so many of these trains 


have been announced as “ Saturdays only.” in view of all the 
exhortations to the public to spread themselves over the week 
and avoid Saturday travel, as the slower services and change 
of carriage on mid-week journeys may tempt people to ignore 
the official advice. But, generally, the arrangements this 
summer must be looked on as a temporary expedient, and not 
criticised as a serious attempt at reconstruction. 

The Great Western and the Southern have probably gone 
furthest towards re-casting their train service in permanent 
form, and the main item in the G.W.R. programme is the 
12 noon * Torbay Express” from Paddington, which runs to 
Exeter on a very creditable 3 hr. 10 min. schedule, 20 min. 
slower than its last pre-war timing. Services to and from 
South Wales are back to their pre-war number; there is an 
early morning train from Plymouth to London in 4 hr. 55 min. 
with six stops, compared with a schedule in 1939 of 43 hr., 
with seven stops, and with the “ Riviera’s ” 4 hr. 40 min. non- 
stop run today, and a new 4.30 p.m. down to Plymouth in 
43 hr., calling only at Taunton and Exeter. There is a new 
Crewe and Bristol Severn Tunnel service in each direction, 
and a very valuable 8.30 a.m. from Cardiff to Manchester, 
making connections at Crewe for all over Scotland. Accelera- 
tion has been limited to a few business services, but Bristol 
is now being reached in 2 hr. 20 min. from London with one 
stop, Worcester has a service at 11.45 from Paddington in 
24 hr., and a series of improvements has made the best time 
to Birmingham 23 hr., with one stop, and given the seven 
principal day expresses average journey times of 2} hr. down 
and 2 hr. 26 min. up, which compare well with the Euston and 
New Street trains, where there is as yet no attempt towards 
restoring pre-war schedules. 

On both the Great Western and on the Western Section of 
the Southern, many “Saturdays only” services run as fast as 
the daily trains—the G.W.R. has a through train on Saturdays 
to Aberystwyth which gets to Birmingham in 2} hr., and a non- 
stop to Newport on Saturdays in 2 hr. 35 min., and the 
Southern’s fastest times of 2 hr. 18 min. to Bournemouth and 
3 hr. 32 min. to Exeter are by Saturday and Sunday trains 
but the Southern has made no important changes in the West 
of England service, and the half-past-the-hour sequence of daily 

+‘ Railway Operating Statistics,’ by C. P. Mossop, revised by F. H. 


Graveson, Assistant to Divisional General Manager, . Area, L.N.E.R. 
The Railway Gazette, 33, Tothill Street, Westminster, S.W.1. Price 4s. 
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departures to Bournemouth still has gaps at 12.30 and 2,30 
from Waterloo. The additional fast electrics to Portsmouth 
on Saturdays, which leave at a quarter past the hour and 
establish a half-hourly express service, do not serve Woking. 
and so can be worked to Guildford via Claygate, which was 
the route of steam expresses to Portsmouth in early L.S.W.R. 
days. Of the through trains from the north to Bourne- 
mouth, which we are glad to see run daily, the G.W.R. Birken- 
head train, carrying no Manchester portion, takes only 
4} hr. from Birmingham to Bournemouth Central, compared 
with 4 hr. 34 min. pre-war, but the Newcastle train, via Wood- 
ford and Banbury, is one hour longer over the journey from 
Sheffield than in 1939. The * Pines Express ” over the Somerset 
& Dorset has not re-appeared, though a through train runs 
daily from Sheffield over the Midland route via Bath. and 
there is a service on Saturdays from Manchester, via Stoke 
and Birmingham, taking 8} hr. to reach Bournemouth West. 

On the L.M.S.R., a new train from Liverpool at 11 am.. due 
in Euston at 3.25, is important, as it should ease the difficulty 
caused at Euston by the number of express arrivals between 
| and 2.30 p.m., and spread the traffic over a wider period. A 
new service at 12.15 p.m. from Perth to London, which will 
have a connection from Aberdeen in June, when a 33-hr. train 
is due to commence to run at 9.30 from Aberdeen to Glasgow, 
breaks the long gap from 8.40 a.m. to 8.20 p.m. with no 
through train from Perth to the south, and as it is joined at 
Carstairs by a 1.30 from Glasgow, the way is now clear for 
acceleration of the 1 p.m. from Glasgow to Euston (the old 
“Coronation Scot”) when the time for acceleration comes. 
A badly needed mid-day service from Lancashire to Scotland 
re-appears, balanced by the restored 2 p.m. from Glasgow 
to Liverpool and Manchester, and there is an innovation from 
June in a daily departure at 8.30 a.m. from Glasgow to Lanca- 
shire and an early service at 9.5 a.m. from Preston to 
Scotland, which unfortunately fails to connect with the 1.50 
and 2.25 from Glasgow to the north. On the Midland division 
the mid-day trains between St. Pancras and Glasgow St. Enoch 
are restored, but new trains are mainly semi-fasts between 
St. Pancras and Leicester or Derby, which reduce the stops 
and will ease the overcrowding on some of the Manchester 
and Yorkshire services, and accelerations are few and slight. 
We notice also a Newcastle and Blackpool Saturday service, 
routed via Carlisle, the restoration from July of a third train 
daily between Inverness and Wick, and the resumption of 
through carriages between Edinburgh Waverley and Inverness. 
Further south, however, there is a tendency to cut out through 
carriages of this kind which involve difficult transfer at 
junctions. 

After the very ambitious acceleration programme on_ the 
L.N.E.R. last October, no further quickening was expected this 
summer, and the Kings Cross and Edinburgh day trains have 
been eased out a little and now take 8 hr. 18 min. and 
8 hr. 19 min. down and 8 hr. 5 min. and 8 hr. 13 min. up. 
The one noteworthy change seems to be the running of a 
4-hr. train to Leeds at 8.55 a.m. from Kings Cross, ahead of 
the “ Flying Scotsman” group, though there is a second service 
running to Leeds at 10.15. The 8.55 is sure to be popular and 
will relieve the pressure at Kings Cross about 10 a.m. (it will 
be recollected that the present 10.15 a.m. to Yorkshire left at 
9.45 a.m. before 1908) but it will need an earlier start and 
considerable acceleration before it can be said to provide the 
early morning “business” service to Yorkshire which is so 
badly needed. From Marylebone there are now four day fast 
trains running to Sheffield and beyond, but the services over 
the old Great Central vanished so completely during the war 
that here at least there is an opportunity for complete recon- 
struction. when more regard will no doubt be paid to parallel 
services from St. Pancras, and the trains on both routes better 
spaced out than in competitive days. 

Restaurant-car services on the L.M.S.R. and buffet cars 
are more numerous, and are now advertised on sheet time- 
tables and in timetable books, and many are running on cross- 
country trains. We notice, in particular, the restoration of 2 
breakfast-car from Carlisle to Glasgow on the 11.35 sleeping- 
car train from Euston, the running of a car between Aberdeen 
and Inverness via Elgin, and the resumption of one car working 
between Inverness and The Mound. Several important L.N.E.R. 
trains are still without restaurant facilities—in particular 
the 12.45 p.m. from Kings Cross to Edinburgh and 1.10 p.m. 
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yp—and no car is yet provided on the 12.15 from Perth to 
Fuston or on the mid-day trains between St. Pancras and 
Glasgow, although the three last-named do not end their 
ourney till nearly eleven at night. 

* * * * 


The U.S.A. Austerity Locomotives 


N the future it is possible that it may be difficult for the 
| locomotive historian and student of design to find any 
really informative article dealing with the American austerity 
2-8-0 locomotives which first arrived in this country in the 
autumn of 1942. This is because these interesting locomotives, 
which had certain immediate and significant effects on con- 
temporary British design practice, suffer from being far from 
their country of origin, so that there are comparatively few 
persons with the necessary technical ability and intimate 
understanding of the subject, who might feel disposed to record 
their history. Mr. J. H. Shields, M.I.Loco.E., before the 
Scottish Centre of the Institution of Locomotive Engineers on 
November 29, 1945, gave an account of these locomotives and 
approached his subject with refreshing impartiality; as a result, 
many useful and penetrating criticisms are provided when he 
compares the American locomotives with corresponding British 
types. No detail escapes his attention, whether it is the 
unusual method of lifting (by the dome), or the attractive 
method of securing the firebox to the cross-stays, or such 
details as the fine-notched quadrant for the regulator. 

Running shed staffs of the future (if they know the inner 
history) may have cause to feel grateful for the arrival of 
these locomotives in this country, if only for their two im- 
portant contributions to current practice here. The first is the 
hopper ashpan, and the second is the self-cleaning smokebox. 
It should be made clear, in fairness to British locomotive 
engineers, that both these features were well known here, and 
indeed private building firms often had opportunities of fitting 
them to engines going abroad; but the time was somewhat 
overdue for their appearance on British machines. Mr. 
Bulleid revealed at the notable meeting on December 14, 1945, 
at the Institution of Mechanical Engineers, when he presented 
his paper on the “ Merchant Navy ” locomotives for discussion, 
that it had been his wish to provide that class of engine with 
similar ashpans, but the war intervened and prevented the 
construction of the wet ashpits, which are a necessary accom- 
paniment if satisfactory results are to be obtained. 

The smokeboxes of the U.S.A. austerity locomotives gave 
an opportunity, frankly admitted by the L.M.S.R., of observ- 
ing the efficiency of their ash-ejecting and spark-arresting 
features, and before very long we had the first example of that 
kind of smokebox on the L.M.S.R. The number of man- 
hours—to say nothing of the physical discomfort—which can 
be saved by shooting the ashes out of the chimney, instead 
of letting them accumulate, to the great detriment of the 
smokebox door, must surely be a telling argument in favour 
of the early adoption of this attractive feature. 

Not all the details of this U.S.A. austerity locomotive design 
are praised by Mr. Shields. He reserves his strongest con- 
demnation for the water-gauge fittings, and rightly so, as these 
have been the proved cause of two fatal accidents. In each 
case the enginemen were misled by the water gauge showing a 
false water level in the boiler. This is, however, not a funda- 
mental weakness, and can be avoided by the substitution of 
plug cocks for screw valves. The arrangement of the gauge 
glass, too, was poor; the water level was only visible facing 
half-left (towards the fireman’s side), instead of being seen 
through three sides of the gauge glass protector. 

There are numerous details, such as injectors, sanding gear, 
boiler check valve, blow-off valves, steam turret (outside), blast 
pipe and chimney, rocker grate, water tubes supporting the 
brick arch, mechanical lubricators, and compensated spring 
gear, that provide stimulating ideas to the British designer. In 
this list the rocker grate may be singled out for special mention, 
as it might indeed be considered as ranking with the hopper 
ashpan as a feature which has had a definite ‘effect in this 
country, once its advantages were understood. 

On balance, the American austerity locomotives showed 
up well; some of their features had drawbacks, but others 
brought compensations. The sand had to be man-handled to 
the sand dome, when the engines were working in Great 
Britain; but as an offset, “a good feature that has gone 
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out of favour in recent British practice ” (to quote Mr. Shields) 
reappeared in the inclusion of a stop or shut-off valve in the 
boiler check or clack valve. This permits removal of the 
check valve without blowing down steam from the boiler. 
These interesting locomotives, which played a worthy part 
in the vital war transport of this country in the most critical 
period of her history, are now widely scattered. Some of those 
keenly concerned with such matters have tried to keep records 
of their subsequent movements, with a measure of success; 
but no one can tell what their ultimate sphere of action may 
be. Meanwhile, in view especially of their not inconsiderable 
effect on British practice, it would be a graceful tribute if 
their salient features, so ably recorded, could be published. 
* * * * 
The Pennsylvania Railroad Centenary 
[' is a coincidence that the centenaries of incorporation 
of two of the world’s great railways—one in Great Britain 
and the other in the U.S.A.—should fall within three months 


of each other. The British centenary to which we refer, 
namely, that of the London & North Western Railway, 
occurs on July 16, whereas that of the Pennsylvania Rail- 


road was on April 13. For three-quarters of a century there 
were many points of similarity between the two organisa- 
tions, each of which represented first-class railway practice 
in its own country. Moreover, the Pennsylvania Railroad 
was exceptional among American railways in the solidity and 
excellence of its permanent way, and in the fact that it 
developed its own locomotive building works at Altoona. 

In another way the Pennsylvania Railroad has been ex- 
ceptional, in that it has been financed conservatively through- 
out its career and has avoided the financial failures, receiver- 
ships, and reconstructions, that so often have marked the 
careers of American railways. It has often been remarked 
that Pennsylvania stock is not a speculation but an _ invest- 
ment. The dividend has never been passed, and its payment 
on the last day of August, 1914, in London, when a foreign 
exchange market did not exist, enhanced the high reputation 
which the company had always enjoyed in England. 

The Pennsylvania Railroad was formed for the purpose 
of building railways over that portion of the “ Main Line of 
Public Works” between Philadelphia and Pittsburgh which 
consisted of canals and inclined planes. This famous Main 
Line was a State-owned undertaking of the Commonwealth 
of Pennsylvania which had been completed in 1834 to pro- 
vide for Pennsylvania that transport link between the eastern 
seaboard and the rapidly-growing middle west which was 
afforded for New York by the Erie Canal (completed in 1825). 
The State of Pennsylvania had evolved a Main Line con- 
sisting of the Philadelphia & Columbia Railroad (82 miles) 
and the Portage Railroad from Holidaysburg to Johnstown 
(36 miles), and two canals respectively 172 and 104 miles 
long. It soon became clear that the combination of water 
and railway transport was unsatisfactory, and that a through 
railway was a necessity. Substantial Pennsylvania business 
interests formed the Pennsylvania Railroad Company to pro- 
vide this, and throughout its career the company has been 
essentially an institution of that State. Every Director must 
be a resident of Pennsylvania, and the result has been that 
nearly everyone interested in the conduct of the management 
or operation has had a domestic interest in its success. 

The Pennsylvania system of 1857 purchased from the State 
the Main Line of Public Works, a portion of which had been 
used when through rail transport between Philadelphia and 
Pittsburg was established in 1852. Then the system expanded 
westwards from Pittsburg, reaching Cincinnati and Chicago 
in 1869 and St. Louis in 1873. New York had been reached 
by a purchase in 1871. 

In its first 16 months of operation (1849-1850) the Penn- 
sylvania had gross revenues totalling $339,452; the gross 
revenue in 1945 was $979,444,033. In 1944, the latest year 
for which we have seen figures, the company’s ton mileage 
reached 71.4 thousand millions, and its passenger miles 15.1 
thousand millions. These are but statistical indications of 
the progress that has been made by one of the world’s greatest 
railways, entirely under private enterprise. Its technical 
achievement and operating efficiency are well known. 
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Locomotives for Colonial Railways 


Escombe, Natal, 
March 6 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—Referring to the article which appeared in The Rail- 
way Gazette for November 20, I have been asked whether | 
had any specific dimensions in mind regarding the three classes 
of locomotives suggested for the larger colonial railways. 

If the Editor regards the matter as of any general interest, 
the engines which I envisaged are as under:— 

(A) 4-8-4 + 4-8-4 Garratt articulated locomotive for export 
season haulage. 

(B) 4-8-2 (or 4) + 2 (or 4) -8-4 Garratt articulated locomotive 
for through passenger and normal freight haulage. 

(C) 4-6-4 tank (or 4-6-2 tender) locomotive for local haulage. 

(A), (B), and (C): 


€ 
Axle load for 60-lb. track : 


Driving wheels 4 ft. 6 in. dia. 
Steam pressure, 220 lb. per sq. in. (superheated 250°). 
B.T. ratio for sustained b.h.p., 16-17. 
Percentage t.f. at 20 m.p.h., approx. 65 per cent. 
Cylinders: (A) 16 in. x 28 in. starting t.f. at 85 per cent. b.p., 
49 644 Ib. 
(B) 14 in. x 


500 


7740 say 13} tons. 


28 in. starting t.f. at 85 per cent. b.p., 


. x 28 in. starting t.f. at 85 per cent. b.p.. 
24,822 Ib. 

Apart from the three boilers, all principal parts could be inter- 
changeable except cylinder liners, pistons and 6-coupled side- 
rod ends. The rods would be heavier than necessary for engine 
(B), but they would be of alloy steel and cross-balanced. The 
difference might be considered worth while in the interests of 
simplified maintenance. 

In the penultimate paragraph under “Steam Distribution ” 
in the original article (page 558) it reads “6 in. lead.” It 
should be “4 in. lead.” This, plus 1 in. lap, totals 1/64 in. less 
than the 19 per cent. of valve travel allowable. 

Yours faithfully, 


G. V. O. BULKELEY 


Cast-Iron Plate Sleepers 


“ Knights Ridge,” Pembury, 
Kent. May 16 
To tHE EpitorR OF THE RAILWAY GAZETTE 

Sir,—I was very interested to read in your issue of April 19 
a description of British-made cast-iron plate sleepers and to see 
from a note elsewhere in the same issue that British railways 
are showing interest in this type of sleeper. 

As an engineer with long experience of permanent way in 
India | am glad to see that publicity is being given to this 
type of sleeper and fastening. I have always been surprised 
that British railways in the past have not seriously considered 
the marked advantages of some of its features. Presumably 
the more plentiful supply of imported timber sleepers has 
tended to encourage an attitude of conservatism, but now that 
every additional imported item adds to the difficulties of 
balancing the national budget, it is obviously incumbent on 
the railway authorities to make the greatest possible use of 
indigenous cast iron, and to help the policy of full employ- 
ment, and incidentally increase their own revenue. 

There is no doubt that the results of the extensive use of 
cast-iron plate sleepers in India have been highly satisfactory, 
and it appears certain that with the better quality of track 
maintenance obtainable in Great Britain, results will be equally 
good. Moreover, the fact that the road bed throughout the 
British main lines is so much older and better consolidated than 
that in India furnishes an even greater possibility of really first- 
class results from the use of cast-iron plates. 

One feature which I estimate should be of particular appeal 
to many track engineers is the economy in total height over 
the wooden sleeper and chair and which must be of value in 
solving clearance difficulties in connection with existing bridges 
and tunnels. I think also that the arrangement of the outer 
transverse and longitudinal ribs shown in the drawing accom- 
fanying your article are an improvement over the design of 
earlier plate sleepers of which I have experience, and should 
make slewing an easy operation. The markedly quiet running 
of cast-iron plates should also have an appeal, and can be 
expected to show an improvement over wooden sleeper road 
under similar conditions. 
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The plate sleeper as used in India has not so far fulfilled 
the conditions necessary for track circuiting and it is interest. 
ing to see that this requirement has now been met in what 
appears to be a most economical way. 

Yours faithfully, 
A. HB. 
M.I.Mech.E., M.LE. (India) 


Democracy or Totalitarianism ? 


Road Haulage Association Limited, 

: 146, New Bond Street, W.1. April 18 

To THE Epiror oF THE RAILWAY GAZETTE 
_ Sin,—It would appear that systematic efforts are being made 
in certain quarters to prevent the general public from becoming 
familiar with the arguments against the nationalisation of road 
transport or expressing their opinions on the subject. Recently 
in the House of Commons a supporter of the Government 
asked the Secretary of State for War if he was aware that a 
petition against the nationalisation of road transport had been 
circulated among other ranks in a depot of the Army Pay 
Corps, and if he would take steps to ensure that such petitions 
should not be circulated among other units. Mr. Bellenger 
replied to the effect that 16 men at that depot had signed 
such a petition (presumably that emanating from the Road 
Haulage Association), that steps had been taken to prevent any 
similar occurrence in future, and that the individual who in- 
troduced the petition had been reproved. (Hansard Vol. 421, 
No. 120, page 288, paragraph 81.) 

It is apparent that there is anxiety in some quarters as to 
the possibility of this petition securing so many signatures as 
to make it obvious that the country as a whole is opposed 
to the proposed legislation affecting road transport. It is 
interesting to note that though soldiers were encouraged to 
express their political views by voting at the last General Elec- 
tion, steps have now been taken to prevent any men in uniform 
from expressing their personal opinions on this one single item 
of the Government’s programme, by which their livelihoods, 
when they return to civilian life, may well be vitally affected. 
A question that arises is whether this repressive action savours 
of British democracy or rather of Nazi totalitarianism. 

Yours faithfully, 


HORACE WYATT 
Director of Publications 


Tailpiece 
7, Birch Grove, 
Harrogate. April 26 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir,—I always look forward to the articles and quotations 
on the “ Scrap Heap” page of The Railway Gazette and especi- 
ally to the “ Tailpieces,” so that perhaps one of my efforts 
written below may be of interest (with apologies to M.O.W.T. 
inquiry into the Carcroft accident), 


For locomotive knock and clank 
They say we've got the war to thank, 
When all repairs that once were done 
Were left until the war was won; 


So when you back on to your train 
And sail along the branch or main, 
The chances are that you will find 

All sorts of things disturb your mind. 


These range from gadgets down below 

To steampipe joints and glands that blow, 
Which may obstruct your forward vision, 
And even cause a bad collision; 


And many things as well as these 

May undermine your footplate ease, 
And when you think you’re on the rocks 
It may be just a knocking box. 


But hapless will that driver be 
Who does not test his big end key, 
And see the cotter put in right, 
With setstuds all secure and tight; 


For he’ll be summoned to account 
For failure of his iron ‘“ mount” 
By one whose job it is to see 
That lack of care does not go free. 
Yours faithfully, 


J, SLEE 
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The Gloucester-Cheltenham Quadrupling 


Transportation Department, G.I.P. Railway, 


Victoria Terminus, Bombay. March 29 
To THE Epitor OF THE RAILWAY GAZETTE 

Sir,—I have read with great interest your article in the 
February 1 issue on the Gloucester-Cheltenham Quadrupling. 
Having been familiar with the section of line since childhood, 
and having watched the new layout at work while at home on 
leave last year, a few comments on your article and on the 
track layout may be of interest. First, the widening was not 
done all on one side as you suggest. At Lansdown Junction 
the widening is on the south side, but at Hatherley Junction it 
is on the north side, presumably because of the sharp curves 
with which the L.M.S.R. line takes off at Lansdown and the 
Gloucester loop at Hatherley on opposite sides. At Badge- 
worth Bridge, incorrectly called Churchdown Road Bridge in 
the photo on page 121, the widening is again on the south side. 
At Churchdown the widening is on both sides so as to give 
island platforms, but at the next bridge at Churchdown, the 
widening is all on the south. From there to Gloucester Engine 
Shed Junction it is not easy to see which side has been 
widened, as the line is on embankment. 

The layout diagram on page 121 suggests that the two rail- 
ways have separate tracks from Lansdown to Engine Shed in 
the arrangement, down and up G.W.R. and down and up 
L.M.S.R. This is not so. At Lansdown, after the junction to 
the Banbury line has been passed, the down L.M.S.R. crosses 
the up G.W.R. on the level. The diamond is clearly seen in 
the lower picture on page 123 opposite the signal box. The 
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seems to be a train standing somewhere on the Cheltenham 
area. Since the railways of Gloucester were constructed in 
the 1845 period, the flow of traffic and use of routes has 
changed by reason of the construction of the Severn Tunnel 
and of the Cheltenham to Honeybourne lines. In consequence 
the main routes of G.W.R. trains are now from Cheltenham to 
South Wales for passenger and goods and Cheltenham to 
London, mostly passenger. No longer is from South Wales to 
London the main G.W.R. route at Gloucester. Even Hereford 
trains are now locals, as the Hereford to London traffic goes 
via Malvern and Worcester. It is now desirable for the London 
and the South Wales lines to enter Gloucester from the same 
direction and opposite to the Cheltenham line. The answer, 
therefore, would seem to be to reverse the direction of entry 
into Gloucester from the London direction, by extending the 
quadruple track south of Gloucester (London & Bristol lines) 
into Gloucester L.M.S.R. station, suitably enlarged and placed 
on high level, and to construct a new branch on high level from 
south of this station along the route of the L.M.S.R. and 
G.W.R. docks branches crossing the canal to Over Junction, 
where it would meet the present line across the causeway. 
From the enlarged station, the quadruple tracks would con- 
tinue on high level across Tramway Junction to meet the new 
quadrupling to Cheltenham. The present G.W.R. line would 
then become a goods avoiding line, available for South Wales 
traffic as a back-up to the Severn Tunnel. 

To make the job complete, a new joint station at Cheltenham 
is desirable, possibly on the site of Malvern Road Station and 
in place of the L.M.S.R. Lansdown and the G.W.R. St. James 
Station. This could be done by extending the new quad- 
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Layout of G.W.R. and L.M.S 


track layout thence to Engine Shed is down relief, down main, 
up main, up relief. The G.W.R. down and the L.M.S.R. up 
run direct at Lansdown on to the down and up relief lines 
respectively, but crossovers allow either line to be used by 
the trains of either company. Crossovers exist also at 
Hatherley Junction to allow trains on the up relief to reach 
the base of the triangle to Gloucester loop junction, or for 
trains from that line to reach the down main. Crossovers both 
ways are provided at Churchdown. At Gloucester the layout is 
complicated. Access to the G.W.R. Gloucester station in the 
down direction is only obtainable from the down relief line at 
Tramway Junction due to the sharp curve, with the result that 
the G.W.R. down trains have to cross on the level at that 
place both down and up L.M.S.R. and the up G.W.R. London 
line. Therefore, if a G.W.R. train is on the down main from 
Cheltenham, it must be crossed on to the down relief at Engine 
Shed, after the junction with the Gloucester avoiding line has 
been passed, and it then recrosses at Tramway Junction. The 
delay caused by this layout appears serious, in spite of there 
being a loop between, what are by then, down G.W.R. and 
down L.M.S.R. lines, available for either route. 

In the up direction there is only one up line from Tramway 
Junction to Engine Shed Junction, so that it is not possible to 
start a G.W.R. and an L.M.S.R. train from Gloucester simul- 
taneously. The benefit of parallel working which would be 
obtained were two up lines available, to give independent 
access from L.M.S.R. to up main and from G.W.R. to up 
relief, should be of very great benefit. The L.M.S.R. crosses 
on the level both G.W.R. London lines, and the difficulty 
of fitting in suitable paths for both these routes is further 
complicated by having to fit in with up G.W.R. trains to 
Cheltenham also. 

The trouble is that the routes of all G.W.R. and L.M.S.R. 
trains cross each other between Gloucester and Cheltenham, 
and delays are inevitable without flyover junctions, which are 
not provided, and it is very noticeable‘that there nearly always 


.R. lines between 





Gloucester and Cheltenham after quadrupling 


rupling from Lansdown to a point on the Honeybourne line 
north of Cheltenham where the L.M.S.R. and the Honeybourne 
lines are about a half mile apart. A connecting line here as a 
tangent to the curve of both L.M.S.R. and G.W.R. lines would 
enable L.M.S.R. trains to use Malvern Road Station and 
possibly enable the L.M.S.R. line from Lansdown with its 
inadequate L.M.S.R. station to be abandoned. The provision 
of one joint station in each of the important towns, in place 
of two in Gloucester and three in Cheltenham, which have to 
be used variously for different destinations or even the same 
destination in some cases, would be a great asset to the towns. 

Admittedly these would be costly works, but it is only 
necessary to spend an hour or two near Hatherley and Lans- 
down Junctions or at Engine Shed Junction to see what bad 
delays to traffic occur on this important route in spite of the 
quadrupling. 

Yours faithfully, 
E. C. B. THORNTON 

[It is substantially correct to say that the widening was done 
all on one side, in as much as this applies to the whole of the 
plain line work. Our correspondent is quite correct in point- 
ing out that this was varied at Hatherley Junction and through 
Churchdown Station. With a complicated work of this kind, 
it was impracticable to give a small-scale track diagram; our 
drawing was a route diagram, and, of course, omitted many 
crossovers, etc., and indicated double track by a single line — 
Ep. R.G.] 





DISPOSAL OF GOVERNMENT SURPLUS MACHINE TOOLS.—A 
further on-site sale of machine tools will be opened by the 
Ministry of Supply at Rolls-Royce Limited, Eighty-one Fac- 
tory, Lower Milehouse Lane, Newcastle-under-Lyme, Staffs., 
at 10 a.m. on Wednesday, May 29. Machines not sold by 4 
p.m. on Tuesday, June 4, will be for sale by competitive 
tendering. 
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A London Passenger Transport Board RELAXATION 
The Scrap Heap office cleaner has retired at the age of 80, Relaxation is not merely a matter of 
viz., Mrs. E. Wilding, Kilburn and Finch- bodily comfort, for one can eventually 
At the beginning of this year 21 licensed ley Road Stations. She served Metropoli- get awfully tired in a comfortable chair; 
taxi drivers in London were over 80 years tan Line nearly 40 years. There is no there has to be a relaxation of the mind 
of age. record that she was ever away sick—From as well as of the body. We might well 
* * * Pennyfare.” borrow a lesson from a certain hospital 
e : " which put an aquarium in the waiting 
100 YEARS AGO room for expectant fathers. Many a 
‘ 4 PLEAS FOR PUBLICITY tense young man found relaxation jr 
From Tue RatLway Times, May 23, 1846 I suggest that, until the Government, watching the lazy finning of the avid, Py 
COURT OF BANKRUPTCY. which controls the supply of paper, can A squirrel cage instead of an aquarium ain 
BASINGHALL-STREET, MAY 19. allot more of it to the Press, departments would have made nervous wrecks out of Mai 
see and offshoots of the Government should nearly every one of those expectant * 
(Before Mr. Commissioner FONBLANQUE.) na : : ae ditors and f: a ee bags Oe of 
RAILWAY SPECULATION—CHARLES COLLINS'S retrain from adiressing to edsors — fathers. I believe that we are hearing too firm 
BANKRUPTCY. special correspondents bulky typed or much about diversions in railway trains, ERR 
Im this case the bankrupt was described as of printed matter with urgent pleas for pub- Railways should not try to compete with ia 
Adelaide-place, London-bridge, and Kidderminster, icity for their records or achievements. amusement parks. st ? 
commission-agent, aud he now appeared before the This seemly restraint would be in itself We do not want the passenger to pace snc 
Court on the question of adjourned final exami- aq contribution to saving in paper. I have the floor, to gnash his teeth, nor to bite ate 
nation. : just had to consign to the waste-paper his finger nails) We want him to relax, _ 
st te beeen te ee basket 48 large pages of such matter, which and to be pleasantly surprised when the Fe 
Sones ths beaten ile tela din Cea, ts might have had some value to a newspaper trainman comes in and says: “ All right, , 
appeared that the bankrupt had been largely con- Of normal size, but which in present cir- folks. Nice to have had you with us, I 
nected with many of the projects started during the Cumstances were entirely valueless—The This is Montreal.’—Colonel E. J. W, Ral 
recent railway mania, and in giving an account of his Military Correspondent of “The Times.’ Ragsdale to the Canadian Railway Club. intc 
rn A ope Boge ce of bi 
ctor (the pa y , by-the-by, says 
he oe se forth, includes the ‘adhoulng: choice PERSONAL QUESTIONS ing 
selection :— ma 
“ ]. Pilbrow’s Atmospheric Railway and Canal the 
Propulsion Canaieas lela rea Between ourselves, Courtesy Counts! kak 
: "2. age mennecayly | are poser up, and apy 
yec W P > hgagements, 
re paws Be alien, oonnane Mastiani~abee It takes the teamwork of 136,000 hes 
same. men and women to run New York Bol 
* 4. Oxford and Thame—winding up. Central. To do this vast job effi- ser 


5. North Devon 
winding up. 

“6. Avon and Severn Valley—never attended a 
meeting. and don't know the state of affairs. 


(Bridgewater to Portlock)— ciently, we must be able to work to- 


gether and get along smoothly with I 
one another. That is why “between 


























“7, Dutch Hanoverian—no liability. ourselves — courtesy counts.” This a 
“ a. — = es ae up. does not mean the kind of courtesy to 
-” s ) v ) ect—w aing up. ; MH 
«10. irish West Geast-ollahiiinsamantieneh ee tha you find in a nook of etiquette. It All 
ic apcateney: means courtesy in the broadest sense ad 
“IL Railway Guarantee Company—Irish liability of Considerate Behavior Toward stri 
of about 14%. balance. — ye . Others . . . our fellow workers as the 
“12. Railway Banking Company—joint liability of much as our patrons. : 
about 120/. IS 
“13. Widows’ Insurance Company —balance of {[krom ‘* Company Manners’ tssued by the New York Central System de 
about 1000. owing, to be divided between five persons. ; all 
“14. Great Welch Junction Railway —winding NeXT WEEK'S RAILWAY CENTENARIES Way? ee 
up. ; : Exeter to Teignmouth (15 miles), South Why do trains get delayed? a 
pia Holborn-hill Improvement Company —all Devon Railway, opened May 30, 1846. Trains get delayed because of shortage et 
“5G. Goncenteated’ Reece f° Dea. and Coffe Blackburn to Farrington Junction (9 and inferior quality of coal. Before the as 
Company—tability ceased. miles) Blackburn & Preston Railway, war the L.M.S.R. purchased two grades po 
“17. Panama Company —all paid. : opened June 1, 1846. of coal. Grade | was specially selected ee 
., 18. A proprietor of the British and American re ‘i , for use on express passenger trains; Grade - 
— Navigation Company—all paid but 53/. and , i wat aa ita 2 was used on freight and short-distance _ 
By the particulars of his accounts it appears his ‘ Fons 2 We sh — So — hs egy ; passenger trains. Both grades had to con- co 
personal debts are 840/. 12s. 2d., and his liabilities Packed in cases, ready for cooking, and form to a B.t.u. standard. The quality B 
3,7950. His capital, which was originally 4,140/. $s.10d. frozen by a special process are now being of coal now being supplied to the L.M.S.R. : 
and other moneys received for salaries and services, carried weekly by the G.W.R. from Pem- has upset this grading system, and although nt 
, Have all been sunk in railway shares. broke to various parts of the country. we still endeavour to keep the best coal te 
for the principal expresses, there is not bs 
enough of it to go round. It’s a case re 
of taking what we can get. With this in- 
ferior and unscreened coal, engines arrive of 
at the engine shed after the run with a ar 
large amount of ash and clinker and re- Wi 
quire much longer time before they are M 
ready for another journey.—From “ The A 
L.M.S. Answers Your Questions.” SI 
W 
* * * 
BOUQUET 
Read everywhere by railwaymen 
All credit give to those who pen 
Including haply even me— ts 
Lines of interest, mirth maybe, - 
Words of wisdom, good advice, tl 
Always topical, concise, 
Yet never lacking details clear, f 
Growing better year by year. 
Amazing in its amplitude, : 
Zealous for our railways’ good, : 
Each week’s issue proves its worth. : 
To bring us news from all the earth, . 
Tidings culled from every source. 
Ever may i : se! 
The Old Town Hail Aili aatatta iets H.W.W : 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


INDIA 


Punjab Mail Derailment Appeal 
Judgment 

One death sentence and two sentences 
of life transportation passed in connection 
with the derailment of 6 down “ Punjab 
Mail,” East Indian Railway, on the night 
of November 23, 1944, have been con- 
firmed by the Patna High Court. The 
accident involved the death of 8 persons 
and injuries to 87 others, and the inquiry 
showed that it was caused by the deliber- 
ate removal of a rail from the track (see 
The Railway Gazette of January 12 and 
February 9, 1945). 


Wagon Orders for Indian Firms 

The Standing Finance Committee for 
Railways has approved proposals to enter 
into contracts with firms in India for 
building 4,100 wagons, and for construct- 
ing a branch line and sidings at an esti- 
mated expenditure of Rs. 1,774,000 for 
the development of collieries on the Bar- 
kakhana loop. The committee has also 
approved of the proposal to enter into a 
contract for removal of over-burden in 
Bokharo railway collieries, to enable re- 
serves of coal to be built up. 

Railway Strikes 

In consequence of the Government de- 
cision to appoint an adjudicator to inquire 
into the grievances of railwaymen relating 
to leave and hours of employment, the 
All-India Railwaymen’s Federation has 
advised all affiliated unions to suspend 
strike action pending reconsideration of 
the situation by the General Council. It 
is understood that the Government has 
decided to sanction arrears of dearness 
allowance at the present rate of 174 per 
cent. of pay for the period July 1, 1944, 
to January 1, 1945, during which period 
dearness allowance at the rate of 10 per 
cent. of pay had been granted. In addi- 
tion, 50 per cent. of the dearness allow- 
ance will be included in pay for the calcu- 
lation of gratuity payments to non- 
gazetted staff. It is expected that these 
concessions, together with the Railway 
Board’s assurance that no appreciable 
number of railway servants working in a 
temporary capacity in permanent posts 
will discharged, will go far to satisfy 
railwaymen’s demands. 

As a protest against alleged violation 
of seniority rules in making promotions, 
and alleged inadequacy of rations, 4,500 
workers of the G.I.P.R. workshops at 


Matunga began a_ stay-in. strike on 
April 15. The strike was organised out- 
side the G.I.P. Railwaymen’s Union, to 


which most of the strikers belong. 


VICTORIA 


Brown Coal as Locomotive Fuel 

Mr. N. C. Harris, Chairman of the Rail- 
ways Commissioners, in discussing alter- 
native locomotive fuels, recently stated 
that although there was no practical diffi- 
culty in using pulverised brown coal for 
this purpose, it was at the moment far 
from economical at the present stage of 
technical development. Nearly 20 years 
ago brown coal had been tried exhaus- 
tively, but great strides had been made 
since then in technical improvements, par- 
ticularly in Germany. In 1939 negotia- 
tions were in train for a modern instal- 
lation, and, though these had not matured 
because of the war, steps had been taken 


through British channels to secure the 
benefits of German patents since that coun- 
try had capitulated. It was intended, he 
said, that selected officers should be de- 
puted to carry out an up-to-date study of 
the subject abroad, as soon as suitable 
conditions prevailed. Meanwhile, brown 
coal is being extracted by the open-cast 
method in this State and made _ into 
briquettes for the Electricity Commission, 
but not for locomotives. 


NEW SOUTH WALES 


Hawkesbury River Bridge 

It is expecied that the new bridge over 
the Hawkesbury River will be completed 
towards the end of the present year. The 
existing bridge was opened in 1899, re- 
placing a ferry that had _ previously 
operated across the main channel of the 
river at Mullet Creek, linking the two 
portions of the New South Wales Govern- 
ment Railways based respectively on 
Sydney and on Newcastle. The southern 
channel of the creek is crossed by a solid 


causeway. In 1926 and again in 1931 this 
bridge, which was illustrated in The Rail- 
way Gazette of October 21, 1938, was 
strengthened to carry heavier loads. In- 


spection of the structure in 1938 revealed 
an extension of cracks in some of the piers, 
and a beginning was made with building a 
new bridge before the war. In December, 
1945, a new 447-ft. steel span was floated 
into position, leaving three more spans to 
be provided before completion of the 
work. The new bridge will consist of 
eight steel spans, two of 447 ft. 8 in., four 
of 347 ft. 6 in., and two of 147 ft.; and 
two reinforced concrete approach arches 
of 75-ft. span. The old bridge has six 
spans of 416 ft. and one of 414 ft 


SOUTH AFRICA 


Report on Rates Policy 

Important changes in the Union’s rail- 
way rating policy to stimulate industrial 
and agricultural production are recom- 
mended by the Board of Trade and Indus- 
tries in an analysis of railway rating prin- 
ciples and the effect of transport costs on 
industrial development. The report was 
presented to Parliament on March 21 by 
Mr. S. F. Waterson, Minister of Economic 
Development. The board recommends the 
introduction of special rates to facilitate 
the decentralisation of industry; the estab- 
lishment of a Rates Advisory Council; the 
gradual withdrawal of sea competitive 
rates; a more comprehensive costing sys- 
tem in the Rates Administration, and 
various measures to ensure a reasonable 
and just rating system. 

Other recommendations are: That the 
South African Airways should be organ- 
ised as an independent public corporation, 
any losses to be borne by the Treasury, 
instead of the Railway Administration, on 
an agreed basis: and that the proposed 
Rates Advisory Council should be charged 


with making a systematic study of the 
freight rates of ocean carriers catering 
for the South African trade. 


Adjustments to Existing Structure 
The report recommends the adjustment 
of rates to obtain a greater balance in 


the traffic moving along the coast with 
that moving inland, and improvement of 


storage facilities in production areas to 
reduce seasonal fluctuations in the volume 


565 
of traffic. The excessively: tapered rates 


of the lower tariff classes should be re- 
placed by mileage rates. The Railways 


Administration should give serious con- 
sideration to transforming “ owners risk ” 
rates into “railway risk” rates for all 


commodities where the change would im- 
pose no serious additional burden. The 
subsidising of exports by uneconomic ex- 
port rates should be abolished; the Rail- 
ways Administration should consider re- 
ducing further the coal rate for medium: 
distances, and by careful investigation of 
the long-distance carriage of coal, ensure 
that its movement is assigned to the most 
economical means of transport. 

The Administration should consider seri- 
ously reducing the tariffs on mining and 
industrial equipment, and should, in con- 
sultation with the Board of Trade and 
Industries, revise all preferential rates on 
industrial commodities. ‘Nearest port’ 
rates should be fixed carefully in order 
not to encourage unfair competition of 
inland with coastal undertakings, and not 
to burden other railway users. 

Rates Advisory Council 

The creation of a Rates Advisory 
Council to advise the Minister of Trans- 
port and the Government on tariff prob- 
lems and transport questions generally is 
recommended, because the fixing of rates 
requires expert knowledge and experience 
“and should be assigned to independent 
experts who are not subject to political 
or sectional pressure.” Parliament, the 
report adds, should be given an oppor- 
tunity of reviewing periodically the tariff 
structure in the light of expert advice. 


Improvements at De Aar 

New station premises are to be erected at 
De Aar, between Cape Town and Kimber- 
ley, to take the place of existing structures. 
Many of the old buildings have been serv- 
ing the needs of the public since before 
Union (1910). In addition, the station and 
goods yards are to be completely re- 
modelled. Work has been begun and will 
probably take a few years to complete. 
De Aar is one of the most important main- 
line junctions in the Union, and the volume 
of traffic handled there has increased to a 

marked degree. It is the junction between 
the Cape Town-Johannesburg main line 


and the cross-country route from South 
West Africa to Port Elizabeth and East 
London. 


SIERRA LEONE 


Successful Catering Ventures 

On April 1, for the first time since the 
Sierra Leone Government Railway was 
opened, 48 years ago, a dining car ser- 
vice was introduced on the main-line pas- 
senger train between Freetown and Bo. 
A coach, normally used by railway officers 
for inspection purposes, has been con- 
verted in the railway workshops (see The 
Railway Gazette of April 26) and accom- 
modation is provided for eight passengers 
at a sitting. The coach is tastefully 
decorated and ample facilities provided for 
cooking, and for the storage of food. A 
series of ice boxes is available for cooling 
drinks. Owing to the limited accommo- 
dation, the facilities are available for first 
and second class passengers only. 

To provide for the needs of third class 
passengers a station buffet has been opened 
at Water Street Station, Freetown. More 
buffets at important stations on the main 
line will be opened shortly. Tenders for 
catering on trains and at station buffets 
were called for, and the contract was given, 
for one year, to the Railway Catering 
Company. The venture has proved an 
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unqualified success and has filled a much- 
felt want of the travelling public. The 
most severe critics of the railway have 
reported that the meals are varied, well 
cooked, and tastefully served. 


CANADA 


Locomotive Building 

Operating profit of the Canadian Loco- 
motive Co. Ltd., Kingston, Ontario, 
reached a record peak of $3,438,690 in 
1945. This compared with $2,363,600 in 
1944. During the year 117 locomotives 
were delivered. At the beginning of 1946 
orders were on hand for 140 locomotives. 
These were for Indian State Railways, Bel- 
gian National Railways, French National 
Railways, and the Canadian Pacific 
Railway. 


Wages Claim Renewed 

Acting on behalf of 18,000 railwaymen 
across the country, the Brotherhood of 
Railroad Trainmen is to _ petition 
the National Labour Board of Canada 
for a 25 cent an _ hour _ increase 
in the basic rates paid by both 
the Canadian National Railways and the 
Canadian Pacific Railway. The applica- 
tion, turned down by both companies last 
year, affects conductors, trainmen, brake- 
men, baggage handlers, yardmen, main- 
tenance of way workers, and those em- 
ployed in workshop trades. At the same 
time there will be a demand for an im- 
provement in working rules on both lines. 
Among the adjustments sought in working 
rules is one which would require the pay- 
ment of conductors and other employees 
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” in terminals, that is to 
without covering any 


for “ delayed time 
say, time spent 
mileage. 


Carloadings Statistics 

Canadian railway carloadings for the 
week ended March 9 increased to 68,356 
cars from 66,083 cars for the previous 
week, but were down from 69,287 for the 
corresponding week last year, the 
Dominion Bureau of Statistics reports. 
Eastern Division loadings declined from 
47,392 cars in 1945 to 45,126, and in the 
Western Division increased from 21,895 to 
23,230. The carloading index was 144°3 
for the week ended March 9, 139-9 for the 
previous week, and 146°3 for the corre- 
sponding week last year. 


UNITED STATES 


Pullman Case Appeal 

An appeal is being taken to the Supreme 
Court against the decision of a_ special 
court on January 4 approving the sale by 
the Pullman Company of its car operating 
business to a group of railways “ generat- 
ing on their own lines approximately’ 98 
per cent. of the sleeping car business in 
the United States.” The court ordered the 
railway group to take control by March 
31, the Pullman Company continuing to 
Operate the cars until that date. As a 
result of. the pending appeal, the date 
has now been postponed indefinitely, and 
Pullman operations continue as before. 

Notice of appeal was given on behalf ot 
the Department of Justice by the Attorney 
General, Mr. Tom C. Clark, who said the 
department opposed the ownership and 
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operation of the Pullman Company by “ 
combination of railroads” which « gube 
stituted a rail-owned monopoly for the 
monopoly struck down.” 


New Reading Freight Locomotives 
The Reading Railroad has under con- 
struction in its own shops at Reading, 
Pa., ten more 4-8-4 locomotives of class 
“T-1” for fast freight service. The en- 
gines have two cylinders, 27 in. dia. x 
32 in. stroke, and 5-ft. 10-in. dia. driving 
wheels of the Boxpok type. Boiler pres- 
sure is 240 lb. per sq. in., and the tractive 


effort, at 85 per cent. boiler pressure, 
68,000 lb., or 79,100 Ib. with booster. The 
grate area is 94°5 sq. ft., and the total 


evaporative heating surface 4,920 sq. ft. 
The total wheelbase of engine and tender 
is 96 ft. 64 in 


A Sanitation Research Project 

The Association of American Railroads 
has established a Sanitation Research Pro- 
ject, with Professor Abel Wolman, of 
John Hopkins University, as its Director. 
The project is to: increase the health pro- 
tection of railway passengers and em- 
ployees, and it will function in collabora- 
tion with the Joint Committee of Railway 
Sanitation, an A.A.R. advisory organisa- 
tion. All phases of railway sanitation will 
be covered, but the first subject to be 
dealt with will be the development of sani- 
tary means of handling and disposal of 
toilet wastes from passenger cars. Offices 
and laboratories have been established in 
the Mt. Clare shops of the Baltimore & 
Ohio RR. at Baltimore. 








Publications Received 


Industrial Research and Development 
in the United Kingdom: A Survey. By 
Sir Frank Heath and A. L. Hetherington, 


London. Faber & Faber Limited, 24 
Russell Square, W.C.1. 83 in. xX 54 in. 
375 pp. Illustrated. Price 25s. net—The 


progress of industrial research and inven- 
tion, with the subsequent increase in 
mechanisation, has influenced profoundly 
domestic life in this and other countries, 
and the aim of this book has been to give 
a fair picture of the position, and, while 
drawing attention to some of its weak- 
nesses, to indicate the many directions in 
which this country has led, and still leads, 
in industrial progress. It has been written 
for the layman rather than the expert, and 
for this reason technical detail has been 
avoided as far as possible. The plan of 
this work falls into the following main 
parts:—Part 1: Productive Industries; 
Part 2: Research for the Community; 
Part 3: Government Action; Part 4: In- 
dependent Institutions affecting Industrial 


Progress; Part 5: General Factors affect- 
ing Industrial Progress. The chapter on 
railway research reviews briefly, though 


clearly, the laboratory investigations car- 
ried out by the railways as distinct from 
field work, and gives an account of the 


work of .the L.M.S.R. research depart- 
ments in connection with engineering, 
metals, textiles, and paints. Looking to 


the future, the authors express the opinion 
that, while it is important that the free- 
dom of the universities should be main- 
tained, their policy should be framed with 
full knowledge of the needs of industry, 
and they also put in a plea for more 
scientifically trained men on the director- 
ates of industrial concerns. The authors 
have been closely connected with research 


for many years as officers of the Depart- 
ment of Scientific & Industrial Research, 
and as such are well qualified to present 
an authoritative survey of developments. 

Civil Engineering as a Career. By the 
Institution of Civil Engineers, Great 
George Street, Westminster, London, 
S.W.1; 1946: 8 in. x 54 in., 56 pp. Paper 
covers. Price Is.—This booklet, written 
and published by the institution to assist 
young men, their parents or guardians, and 
schoolmasters responsible for advising on 
the choice of a career, shows how those 
who are scientifically inclined can trans- 
late their ideas into realities by entering a 
profession expressly engaged in such trans- 
lation. The history and ¢ scope of that pro- 
fession are concisely set out in it, as is also 
information regarding the method of entry 
into and training required for it. Civil 
engineering offers a career which is essen- 
tially constructive and provides innumer- 
able opportunities for contributing to the 
welfare of mankind, and for accomplish- 
ment of that achievement of lasting works 
so satisfying to the keen and progressive 
youngster with constructive ideas and 
imagination. After describing alternative 
periods of theoretical and practical engi- 
neering training generally, a special chapter 
is devoted to the work, organisation, train- 
ing and prospects of the railway civil engi- 
neer both at home and abroad. The tasks 
of the engineer engaged on the survey of 
new lines, their construction and mainten- 
ance, are briefly outlined, including organi- 
sation of transport, feeding, medical care 
and general welfare of the staff under him. 
All the other branches of civil engineering 
are also dealt with in turn, including con- 
tracting, and consulting engineering. A 
point which is, however, not sufficiently 
stressed in this work is the necessity for a 
certain amount of mechanical training and 


experience to equip the civil engineer to 
the best advantage. 

Elastometric Engineering. — This __ is 
issued by the Andre Rubber Co. Ltd., 
Kingston By-Pass, Surrey, and is a com- 
plete guide for engineers and designers to 
the scope of application of rubber bonded 
to metal elements in all fields of engineer- 
ing. Comprehensive drawings and de- 
tailed descriptions are given of the pro- 
cesses of production of rubber and rubber 
bonded to metal units for the engineer- 
ing industries. The publication in_ its 
enlarged form is available for executives, 
designers and leading draughtsmen, and a 
copy, without charge, can be obtained on 
request on business notepaper. A limited 
number of copies is available for private 
purchasers at 2ls. a copy, post free. 

Port of Bristol. Published under 
authority by F. G. Warne Limited, 5, 
Marsh Street, Bristol. 10 in. X 7 in., 124 
pp., with numerous photographs, tables, 
and 4 coloured plans.—The primary object 
of this publication is to focus attention on 
the economic and commercial advantages 
available to users of the modern ocean 
docks at Bristol. As a pivotal point for 
the reception and distribution of merchan- 
dise, the port occupies a leading place 
among the ports of this country, and its 
geographical position enables it to cover 
economically a wide area. A radius of 100 
miles embraces a population exceeding 123 
millions. During the war the port was 
called upon to take an enormous strain, 
owing to the shipping diversion to west- 
coast ports for strategic reasons, and its 
achievements added a notable chapter to 
its long history. The reappearance of this 
official handbook of the Port of Bristol 
Authority may be regarded as an augury 
of better days to come. 


May 


Relax 


| REC 
and 
could 
Some 2 
a dout 
which 1 
| saw. 
men en 
there W 
passed 
out nez 
in othe 
creased 
mainter 
The 
about | 
dollars 
There : 
ment. 
to the 
The 
investe 
has alr 
of this 
miles < 
a day 
senger 
miles 
equipr 
The at 
idle ti 


F 
As 
service 
used t 
train 
a 40-1 
round, 
forme 
Furthe 
to be 
more 
fast tr 
service 
Thi: 
track 
cover 
while 
hour. 
availa 
hour. 
been 
other 
equip! 
It 1 
a cert 
to tre 
consti 
is als 
only 
and | 
the s 
travel 
tion 
travel 
Th 
comp 
made 
went 
So di 
didn’ 
coul¢ 
been 
passe 
ever 
Th 
made 
had 
grati 


tin 


* Al 
Speed 
Engine 
facturi 
Canad 





YUM 





the 


con- 
iding, 
class 
© en- 


‘iving 
pres- 
ictive 
‘sure, 

The 
tote al 


>nder 


“oads 
Pro- 

of 
ctor, 
pro- 
em- 
oOra- 
lway 
nisa- 
will 
» be 
sani- 
1 of 
ffices 
d in 
re & 


r ta 


is 
td., 
om- 
5s to 
ided 
eer- 
de- 
pro- 
yber 
eer- 
its 
ves, 
da 
on 
ited 


fate 


der 
a 
124 
les, 
ject 
on 
ges 
ean 
for 
an- 
ace 
its 
ver 
100 
124 
vas 
iin, 
est- 
its 
to 
‘his 
tol 
ury 








May 24, 1946 






| RECENTLY made a long trip by car, 

and I went in my own car because I 
could not get train accommodations. 
some 200 miles of my travels paralleled 
, double+track railway, and the thing 
which impressed me was how few trains 
|saw. I am sure that there were more 
men engaged in repairing the track than 
there were in operating the trains which 
passed over it. The track doesn’t wear 
out nearly so much as it weathers out; 
in other words, traffic could be greatly in- 
ceased without appreciable increase in 
maintenance. 

The railways of North America have 
about five and 2 half thousand million 
dollars invested in their rights of way. 
There should be a return on that invest- 
ment. That return will be in proportion 
to the use made of the track. 

The railways have a similar amount 
invested in rolling stock. A good deal 
has already been done to increase the use 
of this. A freight car now averages 50 
miles a day as compared with 24 miles 
aday in 1920. Some years ago a pas- 
snger coach covered less than 100,000 
miles a year. There is now streamline 
equipment which runs 360,000 miles a year. 
The answer lies in a combination of less 
idle time and much faster running. 


Fast Trains Speed Other Services 

As an example of this, the 60-hour 
service between Chicago and the coast 
wed to require six, and sometimes seven, 
train sets to maintain that service. With 
a 40-hour schedule and a reduced turn- 
round, that same service could be per- 
formed by four sets instead of seven. 
Furthermore, the 40-hour train is more apt 
to be on time than is the slower one, and 
more remarkable still is the fact that the 
fast train automatically speeds up all other 
services too, 

This is more particularly true of a single 
track railway, where the fast train may 


cover a certain section in 40 minutes 
while the slower train would take an 
hour. In other words, that section is 


available for 20 minutes more out of the 
hour. Nor is this idle arithmetic; it has 
been demonstrated by the Burlington and 
other railways operating fast, streamline 
equipment. 

It is a mistaken idea that there is just 
acertain amount of the public which has 
to travel on the railways, and that that 
constitutes the bulk of the business. It 
is also a mistake to assume that there is 
only a certain amount of travel anyway, 
and that that has to be divided among 
the several modes of travel. Actually, 
travel is a commodity which has no satura- 
tion point. Ease of travel begets more 
travel. 

The airways and the roads won’t have to 
compete with the railways; they can be 
made to supplement them. The airways 


went out and made their own business. 
q So did the bus and the private car. They 
didn’t steal it from the railways. They 


couldn’t have. Road travel alone has 
been 25 times greater than the greatest 
passenger mileage which the railways have 
ever known. 

There was a time when the railways 
made their own business too. They even 
had agencies in Europe to encourage emi- 
gration and to — immigrants to 


. Abstract ‘of an address. “There is ‘Economy, in 
Speed,” by Colonel E. J. Ragsdale, Chief 
Engineer, Railway Division, Eaward G. Budd Manu- 


facturing Company, 
anadian Railway Club 


Philadelphia, Pa., to the 
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Fast Luxury Travel in America* 
Relaxation and comfort as a means of increasing passenger stock payload 


come to America and to settle in the terri- 
tories which were being opened up. We 
need not repeat that experiment. There 
are enough people here now upon which 
to experiment; the war gave us a lot of 
them. Some can be kept on the railways, 
not by the accommodation we have had 
to give them, but by the newer accom- 
modation which we will soon be able to 
offer them. Right now the railways are 
in about the same fix as were the machine 
shops when high-speed cutting tools were 
first introduced. They have to decide how 
much they can afford to scrap and how 
much they can afford to buy. 

In this connection it is -interesting to 
reflect on how much it is worth to attract 
just one additional passenger. If, for in- 
stance, a new coach attracts only one extra 
passenger, and if that coach operates 
200.000 miles in a year, the gross revenue 
from that passenger is $4,000. Actually, 
that revenue is net; it is pure gravy, it is 
profit. The railway is put to no extra 
expense to carry him. It is that same 
extra customer over and above the sus- 
taining trade who turns the tide. 

What is it worth to attract him? One 
way of looking at it is that his $4,000 of 
contribution represents a 3 per cent. return 
on $133,000 investment. Don’t worry. We 
are not going to spend that much on him. 
Any added investment, when it comes to 
buying a new coach, is going to attract 
not only that one extra passenger, but also 
several more like him. 

Often it is discouraging to find how 
hard it is to sell quality, and yet the rail- 
ways should know by now that it is quality 
which sells tickets. So why quibble about 

few thousand dollars in first cost when 
the economy of operation and the business- 
getting capacity of a coach can be so 
obvious? The modern coach is built for 
high speed, like the high-speed machine 
tool; there is no economy in operating it 
at low speeds, or operating an old lathe 
at high speed just in order to be able to 
use low cost tool steel. 


Business-Keeping Equipment 

The future equipment is going to be 
patterned more along the lines of business- 
keeping rather than business-getting. To- 
wards this end the slogan should be “ Re- 
laxed Travel” because this is the one item 
in which railways have no competition 
from either the airways or the roads. We 
should do our utmost to promote it, but 
before undertaking that, however, we 
should know first how to attain it. 

Relaxed travel starts with a regard for 
the physical comforts, and this can be 
just as much a matter of operation as it 
is one of equipment. Of course, trucks 
and springs enter into the picture too, and 
especially for the higher speeds which I 
have been advocating. I am not insisting 
on higher speeds, however, but chiefly on 
more consistently maintained speeds. This, 
again, is a matter of operation and equip- 
ment, as well as track condition. 

As yet, we can expect no new tracks 
which will cure all evil, and we need not 
defer decisions until we find one, because 
we won’t. But we can do something, and 
make the problem more intimate by 
operating on the seats. It is surprising 
how little we know about seats; after all, 
people have been sitting down for a good 
many generations. We still don’t know 


much about how to do it gracefully or 
comfortably. 
a good many 


The professors have made 
measurements. They have 
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established the requirements of the aver- 
age man, and it is strange how few aver- 
age men we ever meet. The professors, 
too, have established a formula for a 
comfortable seat, but Dad’s chair next to 
the radio defies every principle. It is old, 
it is dilapidated, it hasn’t a single dog- 
gone thing to recommend it, and yet every 
member of the family tries to get into it. 


An Experiment With a New Seat 

Some years ago the Budd Manufac- 
turing Company experimented with a seat 
patterned along the lines of a steamer 
chair. The design was inspired by observ- 
ing the passengers in their convulsive 
efforts to sleep—or even nap—in these 
so-called comfortable, reclining chairs. The 
chief question seemed to be what to do 
with one’s feet. Some passengers solved 
their personal problem by using a case 
as a foot rest. A shelf on the seat back 
in front of you might be an easy solution, 
but we decided to go the whole way while 
we were about it, and, of course, that 
entailed a wider seat spacing. 

The usual seat spacing for fully reclin- 
ing chairs is 454 in. We went to 52 in., 
and that, naturally, reduced the number 
of seats. If we retained the large wash- 
rooms, we could only accommodate 44 
passengers, but if we reduced these wash- 
rooms we could get in 48. But neither of 
these figures appealed to the passenger 
departments. It had already been a sad 
blow to have to reduce the capacity of a 
coach from 88 to 56 passengers. Seem- 
ingly forgotten was the fact that those 88- 
passenger coaches used to average about 
ten passengers per car; they had a grand 
capacity for everything except getting 
people to ride in them. 

However, we did persuade one railway 
to try out these new lounge seats. The 
passenger response was immediate and 
enithusiastic, but the passenger depart- 
ment’s response still was not. It was hard 


to forget the reduced capacity. Over- 
looked was the fact that the new seat 
fulfilled the promise of a sleeper. The 


passenger could sleep in one; in the simple 
reclining seat, he could only nap, and 
that spasmodically. It is illuminating to 
observe the passengers in a coach at about 
two o’clock in the morning. They can 
get themselves into incredible positions. 
The wonder is that they ever straighten 
themselves out again. And I tell you one 
thing, you never find any railway president 
or passenger man in that coach. Over- 
looked, too, was the fact that percentage 
of occupancy, not the number of seats, 
determines the earning power of a coach. 

More successful have been the Budd 
efforts towards an improved sleeping ac- 
commodation. We have believed for some 
time that the upper and iower berth 
arrangement was just as out-of-date as the 
old custom of assigning a couple of 
strangers to the same hotel room. Accord- 
ingly, we investigated the possibilities of 
more and better room accommodation, 
and at the same time we attempted a re- 
duction of the number of sleeping car 
types required. Out of this research were 
evolved two distinct designs. [The author 
was referring to the “ Budgette” conver- 
tible sleeping car illustrated in our March 
29 issue.—Eb., R.G.] 

The point I hope to make is that the 
_whole sleeper requirement of a railway can 
be amply covered by having just two coach 
types. What this makes for economy of 
operation, should require no explanation, 
but, unfortunately, the point is often over- 
looked. Passenger people incline to be too 
accommodating. They want to accommo- 
date everybody. 
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Sectioned Perspective View of Cylinders and Motion 


A new presentation of pistons, valves, and valve gear, and the associated castings, 
for L.M.S.R. 4-6-0 mixed-traffic locomotive 


IN our issue of June 15, 1945, we pub- 

lished a remarkable sectioned perspec- 
tive drawing of the front end of a 4-6-2 
L.M.S.R. locomotive of the latest type 
(class “7P”). In the short descriptive 
article which accompanied the drawing it 
was explained that it was the work of 
Mr. V. C. Stockton, a member of the 
L.M.S.R. technical staff at Derby, and that 
the drawing was published through the 
courtesy of the late Mr. C. E. Fairburn, 
Chief Mechanical & Electrical Engineer. 
A most valuable novel style of presenting 
information has been initiated so far as 
railway locomotives are concerned; for 
although sectioned perspective views are 
nothing new, to our knowledge there had 
not been any previous attempt, in railway 
mechanical engineering application, so all- 
embracing in its scope, or so thorough in 
its details. The novelty rather lay in the 
fact that Mr. Stockton had succeeded ys 
a new sphere in conveying, by means of < 
single drawing, information which nor- 
mally would have to be gleaned from 
several, 

The technique is of especial interest; all 
superfluous lines are eliminated, and ad- 
mirable use is made of light and shade in 
emphasising the shapes of various com- 
ponents. The latest example, which we 
reproduce herewith as a folding plate 


through the courtesy of Mr. H. G. Ivatt, 
Chief Mechanical Engineer, L.M.S.R., re- 
lates to that railway’s class “5” mixed- 


traffic 4-6-0 engine, and is particularly 
concerned with the details and layout of 
the cylinders, pistons, steam chests, valves, 
and valve gear. A further very effective 
aid in representing these various items is 


the use of various stippled backgrounds, 
enabling the shape of the complicated 
cylinder castings to be readily assimilated 
and (elsewhere) helping to emphasise the 
relative positions of the coupled and bogie 
wheels. To save complication and con- 
gestion on the drawing, nearly all nuts 
are omitted from their respective bolts 
or studs, and cylinder bolts are omitted 
altogether, as also are the bolts for attach- 
ing the combined slidebar brackets and 
motion girder supports to the frames. An- 
other improvement on the earlier drawing 
is the labelling of the various parts, to 
save a key and reference numbers. A 
further development in the new drawing 
is the addition of numerous “ exploded ” 
views of various fittings; a principle which 
is a considerable aid in understanding the 
complete assembly. The piston valve and 
steam chest covers are particularly effective 
in this connection, and so are the piston 
and the gudgeon pin. 

One of the most successfully presented 
items in the present drawing is the lubri- 
cation system. The oilways in the com- 
bination lever of the Walschaerts valve 
gear are especially clear, and the atomised 
lubrication points for the piston valves 
also show up very well—the oil delivery 
pipes from the lubricator being omitted 
for the sake of simplicity. Less obvious 
is the attachment of the arms of the re- 
versing shaft to the backward extension of 
the radius rods. Here, however, the diffi- 
culty is inherent in the angle from which 
the whole assembly is viewed—an angle 
which inevitably makes these details diffi- 
cult to see behind the expansion link, no 
matter what the position of the valve gear 
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or setting of the reversing rod may be. So, 
too, the method of fastening the slidebars 
to the main cylinder castings has rather | 
to be taken for granted, though a valiant 
effort has been made in connection with 
the forward end of the upper bar. 

A point which should be borne in mind | 
in considering the sphere of usefulness of 
these drawings is that one has to pre- 
suppose a certain amount of elementary 
acquaintance with the constructional side 
of locomotive engineering. This, however, 
need only be of the simplest, and indeed 
it would not be unfair to say that anyone 
looking at 
unable to apply a rudimentary knowledge 
of the subject should perhaps leave tech- 
nical drawings altogether alone. 

The more imaginative user of this draw- 
ing, however, will be able to fill in for 
himself those items which are missing. To 
attempt to do so is a very fair mental 
exercise for the budding locomotive engi- 
neer, who may find himself surprised on 
realising what a large number of items 
there are in a locomotive. After all, the 
present view shows only one group of 
components. Add the frames and cross- 
stays, smokebox saddle, buffer beam, bogie, 
spring gear, brakes, sand gear, and so on 
—quite apart from boiler, smokebox, 
superheater, and steam pipes 
perhaps be better understood how complex 
a machine is the present-day descendant 
of the “Rocket.” The items just listed 
might well be grouped to form subjects 
for future drawings in the same style, the 
instructional value of which could hardly 
be over-estimated. 

We feel sure that readers will wish to 
offer their congratulations to the L.M.S.R. 
on making the drawing available for pub- 
lication, and that they will look forward 
to any further works of this kind which 
may be completed in the future. 











Railway Operations in Algeria 


Although the railways of Algeria are 
no longer operated under Army control, 
civilian traffic has been very restricted 
because martial law was in force until 
December, 1945. During the period of 
the Tunisian campaign (November, 1942, 
to May, 1943) civilian transport was prac- 
tically abolished, and the task of trans- 
porting large quantities of military sup- 
plies and materials from Moroccan and 
Algerian ports to the battle front fell prin- 
cipally upon the railways. 

The daily run of steam passenger trains, 
which in August, 1935, was 15,285 km., 
had declined by December, 1941, to 9,051 
km., and by December, 1942, to only 
1,077 km. At the same time, goods traffic 
increased 60 per cent. In 1942, the daily 
mileage of goods trains was 15,280 km., 
and in 1943 it reached a record figure of 
24,500 km. Most of this traffic comprised 
military equipment and food necessities. 

In 1944, the railways carried 4,678,367 
metric tons of goods. Goods ton-km. 
were 1,279,324,663, and goods train-km. 
7,437,847. The average car loadings were 
9:96 metric tons on standard-gauge wagons 
and 6°10 tons on narrow-gauge wagons. 


The average goods rate for a ton was, 


fr. 1:08 per km. The number of passen- 
gers carried in 1944 was 4,903,440. Pas- 
senger km. were 647,254,080, and passen- 
ger-train-km. 991,027. The average 
passenger fare per passenger-km. was 
fr. 0°55. Operating revenue in 1944 
totalled fr. 2,119,476,267. Other revenue 


was negligible. Operating costs, the only 
expense reported, were fr. 2,108,410,196. 
The operating ratio was thus 99°47. 

The Chemins de Fer Algeriens, which 
controls practically all the railways in 
Algeria, employs 12,410 permanent 
workers, of which 1,000 are natives; and 
6.225 temporary workers, of which about 
6,000 are native 

Of the C.F.A. routes, 14 are standard 
gauge totalling 1,313 miles, 8 routes total- 
ling 897 miles are 3 ft. 54+ in. gauge, and 
7 routes totalling 487 miles are metre 
gauge. Most are steam operated, but 
there are 205 km. of electrified track, run- 
ning from Bone to OQued-Keberit and the 
Ouenza and Bou Kadra mines. It is pro- 
posed to electrify the line from Algiers to 
Affreville and subsequently to Oran. 

The only construction undertaken since 
1940 is the present gauge widening of the 
phosphate line between Oued-Keberit and 
Kouif from metre to standard-gauge. It 
is proposed to construct a standard-gauge 


line from Air Temouchent to Marnia 
(Department of Oran). The railway ad- 
ministration operates 2,625 km. of bus 


and lorry routes. 

To handle the heavier traffic imposed 
on it, the company improved some: of its 
installations, the most important of which 
were the construction of a large marshal- 
ling yard at Hussein-Dey, near Algiers; 


the building of sidings at Kroubs, 
near Constantine; the alteration of 
traction installations at Duvivier with 


the construction of a new depot and a 
triangular turntable; the alteration of the 
tracks of 18 stations between Algiers and 
Constantine; and the improvement of 
water intake. In addition, the Allies con- 
structed 21 special branch lines to serve 
their storage depots. 

The railway-owned workshops do not 
build any complete units and are depen- 
dent chiefly upon imports for materials. 
No railway equipment is produced except 
for a limited number of minor machine 
items. Imports and exports of railway 
equipment have been practically stopped" 
for the past three years because of the war 
and its aftermath. Goods wagons which 
had been ordered from French manufac- 
turers during 1939, began to arrive in 
1945. Because of the non-receipt of main- 
tenance material, the workshops have 
made parts out of scrap iron. The work 
of replacing railway sleepers (wood, metal, 
and concrete) was temporarily discontinued 
in 1944, because the material ordered from 
the United States did not arrive. 


CONTROL OF IRON AND STEEL.—The Mini- 
ster of Supply has made the Control of 
Iron & Steel (No. 49) (Scrap) Order, 1946, 
effective from May 20, withdrawing from 
price control certain forms of steel scrap 
containing tungsten. Copies of the Order 
(S.R. & O., 1946, No. 659) may be obtained 
from H.M. Stationery Office, York House, 
Kingsway, W.C.2, or through any book- 
seller, price 1d. 
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THE RAILWAY GAZETTE 


Electric Traction Section 


Southern Railway New Electric Coaching Stock 


Four-coach six-a-side units for use on suburban system 





Interior of one of the six-a-side compartments 


ETAILS are now available of 35 elec- 

tric compartment-type units which are 
being built by the Southern Railway in 
its workshops, to the design of Mr. O. V. 
Bulleid, Chief Mechanical Engineer. The 
coaches are for service on the Southern 
Railway suburban electrified system. 

It is contemplated that the units wiil be 
built during 1946 and 1947 and they are 
being put into traffic at the rate of one 
unit a week, in addition to 116 trailer 
third class coaches. 

Each unit consists of four coaches; two 


Re acon tensa: 


Exterior view of four-coach six-a-side electric coaching stock, Southern Railway 





are motor third brakes with drivers and 
guards compartments. The compartments 
are 6 ft. 14 in. betw-.“. partitions and seat 
420 third class passengers, that is, 12 pas- 
sengers to each compartment. The overall 
length of the unit is approximately 257 ft., 
and the unit weighs 142 tons. The convex 
bodyside design, recently introduced, has 
been followed for the unit and provides the 
maximum seating room within the limits of 
the Southern Railway loading gauge. These 
vehicles can work unrestrictedly over the 
Southern Railway electrified areas. 
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The body is of steel and is of fabricated 
construction; an unusual feature is that the 
body sides are now brought up to a main 
central roof panel running the full length 
of the coach instead of the sides stopping 
at the cant rails. It is claimed that by 
this method the construction is simplified, 
stronger, and presents a more attractive 
appearance. 

All interior finish such as light facias, 
ceilings and seat-backs (in three sections) 
have been designed with a view to easy 
assembly and maintenance. Ventilators 
are provided above the door lights in the 
compartment doors in addition to roof 
ventilators. The lighting of the compart- 
ment is by lamps placed in mirror-type 
fittings in the ceiling. 

The exterior of the coach is painted in 
the standard Southern Railway malachite 
green. 


BATTERY ELECTRIC VEHICLES FOR EXPORT.— 
The first vehicle supplied by Northern 
Coachbuilders Limited, Newcastle-on- 
Tyne, to its Brussels distributors, the firm 
of Socovel, Chausee de Waterloo 614, has 
been designed to secure ease of main- 
tenance in operation and accessibility of 
the B.T.-H. control gear. The panel carry- 
ing the contactors can be dismantled in 
less than 3 minutes simply by detaching 
two wing nuts, which secure the panel to 
the chassis frame, and the incoming cables 
from the terminal board. 


MILAN-DOMODOSSOLA ELECTRIFICATION.— 
Electrification of the 774-mile single track 
main line between Milan and Domo- 
dossola is to be completed by the end of 
the present year, provided there is no 
hitch in supplies or other difficulties. The 
system adopted for this line is 3,000 volts, 
d.c., as used in the conversion work carried 
out in the later years prior to 1939, as 
opposed to the 3,700-volt 3-phase a.c. of 
16 2/3 cycles adopted in the earlier elec- 
trification work on the Italian State Rail- 
ways. Together with the electrification, 
the stations at Domodossola and Gallarate 
(51 miles south of Domodossola) will be 
enlarged considerably in order to enable 
them to deal with increased traffic. In 
addition, certain structures on the Domo- 
dossola-Arona section (34:8 miles) and 
the Arona-Gallarate section (16-2 miles), 
such as tunnels and bridges, will have to 
be modified in order to secure the necessary 
clearance for the electric locomotives. 
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. 66 99 4 The comparison below. between the 
Conversion of L.N.E.R. Class “ B17” Locomotive ihe compaon eomotives (the la 
5 ° . ° ° in . oe eh . “ 2 
One of the “ Football’? locomotives is altered to two-cylinder drive and standard are classed “ B2”) shows how nearly the 
“B41” boiler y basic proportions have been retained:— 
As As 
‘ a , originally modified, 
NE of the latest of the numerous (now standard), with a working pressure built, class lass 
L.N.E.R. locomotive conversions from of 225 Ib. per sq. in. Walschearts gear is ee " 4 
three-cylinder to two-cylinder propulsion, used, and it is now arranged for a maxi- yp Ag coke ‘a 74 in. by 20 in. by 
carried out by Mr. E. Thompson, Chief mum cut-off of 75 per cent. The rated in. 
Mechanical Engineer, is the 4-6-0 class tractive effort of the modified engine is apis nate ¢ Deine 1048 ft. ‘2 3 sq. ft 
*BI7” engine No. 2.871, Manchester City, 24,863 Ib., as against 25,380 Ib. of the ie ae vi ie 
one of the numerous series named after original three-cylinder machine. : 
famous football teams. As with other similar conversions Total, evaporative he heating es 
The original cylinders and Gresley valve carried out by Mr. Thompson, the aim has Guaniianies — = See i m“ 
gear have been removed and two 20 in. X been to reduce maintenance charges, with 
26 in. cylinders, standard with the “BI” consequent increase in availability, by Combined total .. 2,020 ,, 2,020 
(4-6-0), “O1” (2-8-0), and “LI” (2-6-4 eliminating the inside cylinder and the hala a 97-9 
tank) type locomotives, have been fitted derived valve motion; and this is done with Working pressure " 200 Ib. per 225 Ib. per 
instead, thus eliminating all inside motion only a small reduction in tractive effort, . sds i sq. in. sq. in, 
Ve > 7 aC encsating e > ractive effort (at per 
as well as the cranked axle. The other yaa ge nape er pod of the aioe an weed 
principal modification involved in this con- much higher working pressure of the stan- adhesive weight... 121'744 122.528 .. 
version is the fitting of a “ BI” class boiler dard “ BI” class boiler. Adhesive ratio 4-8 4:93 
; Sorta 
, J 
ry 
ier 
—— 
Former **B 17” class locomotive as rebuilt with a ‘+B 1” class boiler and two cylinders. This engine 


has now been renumbered 1671, and 


re-named ‘* Royal Sovereign.” 
for Royal train workings 


125 LB. PER SQ. IN. 












































It is painted green, and will be used 


MAXIMUM WIDTH OF ENGINE =8: 10" 









































t 
: Fearne | 2 1 — 
re NGTH 13°6 ee oe 
J COAL ' 
= | 75 TONS WATER 4200 GALLONS | 
! 5 ; ee, ee 
"4 1 \ Cte 
\ t 2'39" DIA, A 
910'"— —— 4-4). 10;— >+-4).10}~ »F-— —7! 3 — >e-—6. 3"*- -—6 tis 
28! 2" - 919" 13.6" » 
+4 5! st--—| | | >| | 
“ 62' 2" i >| 
WEIGHTS IN 18T. tec. I8T. 0c I8r. 12. I8T.2c. 167.8. 177.0¢. I8T. Ic. 
WORKING ORDER 737 10c. TOTAL WEIGHT OF ENGINE & TENDER 1257.10c. _521.0C. 


Dimensions of class ** B 17” 


locomotive as rebuilt, and reclassified ‘* B 2” 





ELIMINATING CONGESTION AT KINGS 
Cross, LONDON TRANSPORT.—A plan to 
eliminate the congestion occurring in Kings 
Cross Underground booking hall was in- 
trodued by London Transport on May 18. 
To overcome difficulties caused by the con- 
flicting streams of traffic to and from the 
Metropolitan and tube lines and the main- 
line stations, the booking hall has been 
entirely re-arranged. Two booking offices 
with four ticket windows (instead of the 
former three) have been placed in the 


centre of the booking hall, and the chain 
barriers are extended in horseshoe fashion 
round the booking hall to give all the 
streams of traffic a circulatory movement, 
sO as to minimise conflicting flows. Pas- 
sengers now pass direct from the ticket 
offices to an examination barrier, and then 
down the centre escalator. Ticket-holders 
and those taking tickets from automatic 
machines will pass between or on each 
side of the ticket offices before reaching 
the barrier. The two outside escalators 


will be kept running permanently in an 
upwards direction. 
L.M.S.R. STEAMER.—Trials 
out on May 17 of the 
_.M.S.R. steamer Caledonia (624 gross 
tons). The vessel has undergone a com- 
plete refit, which has been carried out by 
William Denny & Bros. Ltd., and_ the 
opportunity has been taken to furnish and 
decorate the public rooms of the steamer 
on modern lines. 
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Advantages of Controlled Gas Carburising 


Saving in heating time, labour 


SEVERAL methods of curburising are 
used in modern engineering practice, 
but gas carburising has been used less ex- 
tensively outside the United States of 
America than its possibilities seem to 
warrant, probably due to the wider avail- 
ability in the U.S.A. of natural gases, 
most of which permit concentrations of 
hydrocarbon considerably above the mini- 
mum . necessary for active carburising 
without excessive carbon deposition. 
Although the chemistry and mechanism 
of gas carburising are well known, the 
translation of this knowledge into practical 





A typical cracker unit with a control panel in the 
foreground 


effect under conditions of rigorous control 
to ensure uniformity is an art which has 
been less understood, and, as an outcome 
of research and practical experiment, the 
Incandescent Heat Co. Ltd., Smethwick, 
has evolved a system by which any quality 
or depth of case can be produced 
economically in the minimum of time. 

The outstanding advantages of a con- 
trolled gas carburising system are that it 
is applicable to the whole range of case 
depths covered by other methods, the time 
required for heating and carburising are 
substantially reduced, the high labour cost 
involved in packing and unpacking boxes 
is eliminated, the material cost of com- 
pound or carburising salts is dispensed 
with, and charges for carburising boxes or 
cyanide pots are non-existent. 

In the system described, the preheating 


and carburising phases are under strict 
control, 


and a diffusion period can be 


costs, and maintenance charges 


provided if desired, bright cooling may be 
exercised with a _ subsequent re-heating 
operation for case hardening, or a direct 
quench from the furnace for case harden- 
ing can be carried out without difficulty. 

A simple gas carburising — installation 
consists of several furnace bases with work 
covers, one mobile furnace capable of 
being located on any base, a gas pre- 
paration plant for the diluting media, a 
supply. of specially selected hydrocarbon 
gas, and master control panels. The work 
covers are of two types, one having a 
dome-shaped top so that when the furnace 


is removed the cooling phase takes place 
under the protection of a controlled atmo- 
sphere, while the other has an open top to 
facilitate lifting out a charge of work for 
direct quenching after the furnace lid has 
been removed. 

The installation is arranged with the 
furnace in position over a charge of work 
inside a cover on a furnace base. If 
bright cooling is specified, a second base 
will contain a charge of work cooling 
inside a domed cover, and the third base 
is then available for removing a carburised 
load and laying a new charge. The fur- 
nace is not allowed to cool down sub- 
stantially in transfer, so that rapid heat 
recovery is obtained when it is started up 
in turn over each base and when engaged 


on a normal cycle, ample time being 
provided for laying a new charge of 
work. 


The carrier gas preparation plant is con- 
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nected to each furnace base, and the con- 
trolled atmosphere is fed to the base 
carrying out the heating and carburising 
phases and the base dealing with the cool- 
ing cycle, while being shut off from the 
third base until just prior to the com- 
mencement of the heating cycle. During 
the carburising phase a measured quan- 
tity of hydrocarbon active carburising 
agent is admixed with the diluent gas, pro- 
viding a suitable concentration to produce 
the maximum rate of carburising without 
danger of free carbon deposit. 

All phases of the system are under 
precision control, with automatic regula- 
tion where practicable, reducing the need 
for technical supervision. During the pre- 
heating and cooling phases the work is 
protected by a controlled atmosphere, and 
only during the carburising period does 
the controlled atmosphere act as a car- 
rier or diluting gas for the agent. 

The basis of this system is a controlled 
atmosphere plant developed to manufac- 
ture from town gas a hydrocarbon diluent 
or carrier gas which alone supplies a pro- 
tective atmosphere for heating and cool- 
ing steel without detriment to surface 
finish. A feature in the design is that the 
finally conditioned gas is initially provided 





Spirally wound radiant tubes inside a 
cylindrical insulated furnace 


from the products of combustion resulting 
from burning the fuel used to maintain 
the cracker element at the requisite tem- 
perature for reaction. 

Charcoal is used as the reactive agent 
in a cracker tube fitted inside a vertical 
retort heated by spirally-wound radiant 
tubes, each element being provided with 
controlled air/gas mixing burners. The 
products of combustion are passed through 
a heat exchanger and twin condensers for 
cooling and reduction of the water vapour. 
Carbon dioxide and water vapour, both 
active decarburising agents, still remain, 
and the gaseous products are passed 
through the charcoal cracker, carbon di- 
oxide combining with carbon to form car- 
bon monoxide, and the remaining water 
vapour reforming to carbon monoxide and 
hydrogen. A iypical cracker unit with 
a control panel in the foreground is illus- 
trated. 
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Rebuilding Cocker Viaduct, L.M.S.R. 


Another example of pre-cast reinforced concrete beam decking 


AN interesting reconstruction work 

has recently been carried out at very 
short notice at the Cocker viaduct, on 
the Cockermouth, Keswick & Penrith 
branch of the London, Midland & Scot- 
tish Railway, immediately to the east of 


Cockermouth Station. 
consisted of a 


The original structure 
three-span flat segmental arch bridge 
carried on relatively slender piers; the 


height of the intrados above the river was 
about 45 ft. A routine examination 
showed that the soffit of the arch rings 
required considerable repairs. 

A contract was, therefore, let for cutting 
out and making good all defective brick- 
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\ 
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work, but when the work was begun it 
was found that the arch had deteriorated 
to a much greater extent than external 
signs had indicated. In particular, .he 
mortar had practically all perished, and it 
was obvious that complete reconstruction 
would be necessary. 

It was decided to provide a new deck 
using large pre-cast concrete T-beams 
similar to those in the new bridge over 
the River Eden at Carlisle, described in 
The Railway Gazette of February 15, 
1946. The existing arch had first to be 
removed and the piers raised to the new 
bedstone level in masonry to match that 
existing, before the new decking could be 
placed. The whole work had to be done 
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As the Newton Heath pre- 
cast concrete depot was fully occupied 
with other urgent work, and in order to 
prevent delay, the new units were p-e-cast 
on a site adjoining the viaduct. 


under traffic. 


A contract was let for the whole >f the 
work, including the manufacture the 
out 


beams. As it was necessary to ca 
the concreting in the open duriny the 
winter, special arrangements had to be 
made for protecting the concrete anc heat- 
ing the aggregate to avoid any possibility 
of damage by frost. 

The main beams have an effective span 
of 44 ft. 3 in., and the weight of each is 
254 tons; they are slightly longer and 
heavier than any previously manufactured 
by the L.M.S.R. The bridge carries a 
double track and a siding, and the deck is 
ballasted. 





Lowering the parapet beam into position 





Main T-beam being lowered into position to complete the erection 
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unit 35-cwt. of steel is required. 
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Rebuilding Cocker Viaduct, L.M.S.R. 


of reinforcement for four main T-beams almost ready for the form-work. 
In the background is a finished parapet beam 
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Striking the form-work. 


Two parapet units and four main T-beams are shown, and in the foreground 


on the left is a reinforced concrete parapet post 


Permanent Way Institution Visit to 
Southampton 


The London Section of the Permanent 
Way Institution inaugurated its summer 
programme on Saturday, May 18, when 
some 180 members visited the Southamp- 
ton Docks of the Southern Railway. On 
arriving at the docks, the party was met 
by members of the staff of the Commercial 
and Civil Engineers’ Departments, and an 
interesting hour was spent in the older 
portion of the dock estate, which was de- 
veloped at various dates between 1842 
and 1911. 


At luncheon Mr. F. J. Wymer, Assis- 
tant Docks & Marine Manager, stressed 
the intimate connection between a large 
port, such as Southampton, and the rail- 
way system of the country, and paid tri- 
bute to the vital part played by the port 
in the recent war. 

In the course of a brief response, 
Mr. A. R. Cooper, Past President of the 
Institution, expressed thanks for the faci- 
lities afforded for the visit. Buses were 
provided for an afternoon tour of the ex- 
tension of the docks, constructed between 
1927 and 1934, of which up-to-date equip- 
ment, spaciousness and cleanliness are im- 





pressive features. Of exceptional interest 
were the King George V Graving Dock, 
the largest dry dock in the world, capable 
of holding vessels of up to 100,000 gross 
tons, and its de-watering plant. 

After tea at the canteen, at which Mr. 
M. G. R. Smith expressed appreciation 
to Mr. W. G. Griffiths, Commercial Super- 
intendent to the Docks & Marine Mana- 
ger, and the guides, for a highly successful 
trip, the visit concluded with a short tour 
of the town of Southampton. Such was 
the popularity of the visit, that it has 
been arranged to repeat it on Saturday, 
May 25. 
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Modern American Coaching Stock Interiors 














The ** Tip Top Tap” car of the Chicago, Milwaukee, St. Paul & Pacific Railroad streamline high-speed 
train, ‘* Hiawatha.’ It seats 44 and is fitted with radio and an illuminated station indicator 





The observation-lounge ‘‘ beaver tail’’ car on the “* Hiawatha”’ which operates between Chicago, Milwaukee, 


and St. Paul- Minneapolis 
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RAILWAY 


PERSONAL 


Sir William Stanier (formerly Chief 
Mechanical Engineer, L.M.S.R.) is to be 
a member of the Royal Commission to 
determine what awards should be paid to 
inventors in respect of the use of their in- 
ventions, designs, drawings, or processes 
by Government departments and allied 
Governments during the war. 

Mr. Robert Stuart Pilcher has 
been elected President of the 
Institute of Transport for the 
year commencing on October 1, 
1946. 





Mr. H. G. Vincent has been 
appointed Under-Secretary of the 
Ministry of Civil Aviation in 
charge of policy and administra- 
tion. 





Mr. J.  Benstead 
Secretary, National 
Railwaymen) has 
President of the 
Transport Workers’ 


(General 
Union of 
been elected 
International 
Federation. 





We regret to record the death 
on May 9, at the age of 57, of 
Mr. S. Mason, Secretary of the 
Irish Railway Clearing House 
Committee. Mr. Mason joined 
the service of the Railway Clear- 
ing House in 1902, and was 
attached to the Merchandise 
Department until 1917, when he 
was transferred to the Secretarial 
Department. From 1925 he was 
Assistant to Mr. W. E. Richard- 
son, late Secretary of the com- 
mittee, and he was appointed 
Secretary of the committee in 
January, 1943. 

The Ministry of Transport 
states that there is no truth in a 
recent press report to the effect 
that the Minister, Mr. Alfred 
Barnes, had asked to be relieved 
of his post. 

We regret to record the death 
on May 13, at the age of 68, of 
Mr. Edward Cockburn Greig, 
who retired last March from the 
position of Chief Labour Super- 
intendent, United Steel Companies 
Limited. 

INDIAN RAILWAY STAFF CHANGES 

Mr. W. Hood, Chief Engineer, G.L.P.R., 
has been appointed to succeed Lt.-Colonel 
R. B. Emerson as General Manager of 
that railway on the latter taking over as 
Chief Commissioner of Railways. 

Mr. B. B. Varma has been appointed 
to officiate as Director (Establishment ID), 
Railway Board, as from February 25. 

Mr. F. C. Badhwar, Secretary, Railway 
Board, has been granted eight months’ 
leave as from March 1. 

Rao Bahadur V. Nilakantan has been 
appointed to officiate as Secretary, Railway 
Board, as from the same date. 

Mr. R. de Vere Irwin, Chief Mechani- 
cal Engineer, B.A.R., has been granted six 
months’ leave as from March 3. 

Mr. N. S. Sen has been appointed to 
officiate as Chief Transportation Superin- 
tendent, G.I.P.R., as from February 12. 

Mr. E. M. Egan, Chief Commercial 
Manager, N.W.R., has been granted six 
months’ leave as from April 1. 
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Mr. W. P. Bradbury, O.B.E., M.Inst.T., 
Assistant Chief Commercial Manager (Out- 
door), London Midland & Scottish Rail- 
way, who, as recorded in our May 10 
issue, has been appointed Chief Commer- 
cial Manager, joined the London & North 
Western Railway in the District Superin- 
tendent’s Office at Euston in 1905 when 
Sir Herbert Walker was District Superin- 
tendent, and transferred to the Department 
of the Superintendent of the Line in 1910. 





Mr. 


W. P. Bradbury 


Appointed Chief Commercial Manager, 
L.M.S.R 


He served in France from January, 1915, 
to September, 1919, and was twice men- 
tioned in despatches and awarded the 
O.B.E. On resuming with the company 
he was appointed Chief Staff Clerk to the 
Superintendent of the Line. When the 
railways were amalgamated in 1923, Mr. 
Bradbury was appointed Chief Clerk, and 
later Assistant, to the General Superinten- 
dent (Passenger Commercial). He was 
largely concerned with the work connected 
with the presentation of the railway com- 
panies’ case for road powers in 1928 and in 
that year was appointed Road Transport 
Assistant to the General Superintendent 
(Passenger Commercial). On the creation 
of the Chief Commercial Manager’s De- 
partment in 1932, Mr. Bradbury was made 
Assistant (General), responsible for road 
and air transport, trade advertising, com- 
mercial research and general sections of 
that department. In 1935 he became 
Assistant (Passenger) to Chief Commercial 
Manager, and in 1938 Assistant Chief 
Commercial Manager (Passenger). In 
1942 he was made Assistant Chief Com- 
mercial Manager (Outdoor). Mr. Brad- 


NEWS SECTION 


bury assisted to organise and administer 
inland water transport in France and Bel- 
gium in the period 1915-19. From 1929 
onwards he conducted negotiations for the 
acquisition of various passenger and goods 
road transport concerns and was occupied, 
among other matters, with the formation 
and operation of road and air companies 
in which the L.M.S.R. now has substantial 
interests. From the time air powers were 
granted to the railway companies in 1929, 
Mr. Bradbury was closely con- 
cerned with the L.M.S.R. plans 
for the development of air trans- 
port, and was Chairman of the 
committee of experts appointed 
by the four main-line railways to 
draw up the comprehensive Rail- 


Air plan. presented to, and 
accepted by, the Coalition 
Government in 1945, Until 


recently (when he relinquished his 
concern with air matters) he was 
a member of the Associated Air- 
ways Joint Committee, Chairman 
of Isle of Man Air Services 
Limited, and a Director of nine 
other air companies. He was 
also Commercial Manager of 
Railway Air Services Limited 
and West Coast Air Services 
Limited. He is a member of 
the R.C.H. Superintendents’ Con- 
ference, on the boards of seven 
bus companies, and Chairman of 
several inter-railway committees. 





SOUTHERN RAILWAY STAFF 





CHANGES 

Mr. H. Pittaway has been ap- 
pointed Assistant Architect, 
Chief Civil Engineer’s Depart- 
ment. 

Mr. A. C. Stone, Assistant to 
Western Divisional Superinten- 
dent, Exeter, retires on June 1. 

Mr. J. V. Daniel and Mr. 
C. J. W. Scott have been ap- 


pointed Executive Directors of 
Crompton Parkinson Limited. 
There are now four Executive 
Directors; the others are Mr. B. 
Moore and Mr. R. E. P. Brie- 
bach. Mr. Daniel is General 
Sales Manager, Plant Division, 
and Mr. Scott, General Sales 
Manager, Supplies Division. 





Mr. Antony Vickers, who is a Director 
of the Hydraulic Coupling & Engineering 
Co. Ltd., has been elected President for 
the forthcoming year of the Economic 
Reform Club & Institute. 





Mr. V. P. Bhandarkar, O.B.E., who, as 
recorded in our May 3 issue, has been 
appointed to succeed Mr. R. G. Manson 
as General Manager of the Bengal Assam 
Railway, on the latter’s proceeding on 
leave preparatory to retirement, was edu- 
cated at Allahabad University. He joined 
the Eastern Bengal Railway as Assistant 
Traffic Superintendent in 1914, and was 
promoted to act as District Traffic Super- 
intendent in 1920. From 1920 onwards 
he held charge of different districts, and 
later was placed on special duty in con- 
nection with traffic surveys. In April, 1934, 
he joined the Central Publicity Office of 
the Indian State Railways in New Delhi, 
and later became Manager of the Indian 
Railways Publicity Bureau in London. On 
his return to India Mr. Bhandarkar was re- 
posted to the Eastern Bengal Railway, and 





Mr. V. P. Bhandarkar 


Appointed General Manager, 
Bengal Assam Railway 


on its amalgamation with the Assam- 
Bengal Railway held several important 
posts, including Deputy Chief Transporta- 
tion Manager in charge of movement of 
war traffic, Chief Commercial Manager 
and Chief Transportation Manager. He 
was made an O.B.E. in January, 1946. 

Hopkins, Acting Assistant 
General Manager (Traffic & Statistics), 
L.N.E.R., who, as recorded in our April 26 
issue, has been appointed Assistant 
General Manager (Traffic & Statistics), en- 
tered the service of the North Eastern 
Railway in 1916. He gained experience in 
various districts, and was appointed a 
traffic apprentice in 1921. After a period 
of special training he joined the staff of 
the Freight Rolling Stock Controller, 
L.N.E.R.; he held the positions of In- 
spector in 1927 and Chief Supervisory 
Clerk in 1929. He was appointed Traffic 
Assistant to the Continental Traffic Man- 
ager, London, in 1932, and in 1937 be- 
came General Assistant to the Superinten- 
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Appointed Assistant Ge 
(Traffic & Statistics) 





dent (Eastern Section), 
1939 he was appointed 
the Superintendent, 
Hopkins was appointed 


Rolling Stock Controller, 
and later in the same year 


tant Rolling Stock Con 
appointed Rates & Stati 


1943. 
1945, 


M.Inst.T., 


in September, 

Mr. J. Ness, 
General Manager 
L.N.E.R., 


Manager 


the Chief General 


tion in the District C 


(Wor 


THE RAILWAY GAZETTE 








Hopkins 


neral Manager 
L.N.E.R 


Southern Area. 
Assistant 
Southern Area. 

Assistant Freight 
York, in 1941, 
became Assis- 


Staff 


troller. He 
stics 


Acting Assistant 
ks & General), 
who, as recorded in our April 26 
issue, has been appointed Assistant General 
(Works & General), 
railway career in Scotland and then moved 
to the North Eastern Area, and later 
Manager’s Office. 

1929 he became Head of the Dock Sec- 
Manager’s 
Office, Hull, and in 1932 returned to Scot- 


joods 


Assistant 
the Chief General Manager in 1942, ; 
Assistant to the Chief General Manager in 
He was appointed to act as Assis- 
tant General Manager (Traffic & Statistics) 


began his 


Mr. J. Ness 


Appointed Assistant Gencral oo 
(Works & General), L.N.E 


land as Chief Assistant to the District 
Goods & Passenger Manager, Dundee. In 
1935 he was transferred to the company’s 
Scottish headquarters in Edinburgh and in 
1937 was appointed Assistant to the Divi- 
sional General Manager (Traffic), Scottish 
Area. Mr. Ness became Assistant to the 
Divisional General Manager, Scottish 
Area, in 1939, and in 1940 was appointed 
Assistant Divisional General Manager, 
Scottish Area. He was appointed Assis- 
tant Divisional General Manager, North 
Eastern Area, early in 1943, and since 
last year has been acting as Assistant 
General Manager (Works & General) 
while Mr. T. F. Cameron was_ acting 
as Divisional General Manager (Scottish 
Area), the position in which he recently 
was confirmed. Mr. Ness is a Member of 
Council of the Institute of Transport. 


Mr. W. S. Horace Williams, who, as 
recorded in our May 10 issue, retires on 
July 1 from the position of Divisional 
Superintendent, Swansea, Great Western 





Mr. W. S. Horace Wiiliams 


Divisional Superintendent, Swansea, 
7.W.R 


1939-46 


Mr. H. S. 


Appointed Stationmaster, 
L.M.S.R 


Turrell 


London (Euston), 


Mr. W. J. Pepler 


Divis‘onal Superintendent, 
G.W.R., 1942-46 


Newport, 
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Railway, entered the service in the Office 
of the Superintendent of the Line at Pad- 
dington, and subsequently occupied posts 
at Llanelly, Swansea, Gobowen, and Here- 
ford; also in the Advertising Department, 
Paddington. In 1917 he became Chief 
Clerk to the Divisional Superintendent at 
Pontypool Road, and, in 1921, was 
appointed Assistant Divisional Superin- 
tendent, Swansea. In 1933 Mr. Williams 
was transferred to Cardiff in a similar 
position, and in 1935 was appointed Divi- 
sional Superintendent, Gloucester. He 
became Divisional Superintendent, Swan- 
sea, in January, 1939. 





Mr. Harry S. Turrell, Stationmaster, 
Carlisle, L.M.S.R., who, as recorded in our 
May 10 issue, has been appointed Station- 
master, London (Euston), began his rail- 
way career in 1916 at 144 as a junior clerk 
at Lichfield (Trent Valley) booking office. 
After four years at Rugeley and acting as 
relief clerk, he became in 1922 Clerk to 
the District Controller, Nuneaton. In 
1930 he was appointed Assistant District 
Signalmen’s Inspector, Bangor, then 
became District Signalmen’s Inspector, 
Chester, for the L.M.S.R. & G.W.R. Joint 
Line, and later went to the Wirral as 
District Inspector. After the change-over 
from steam to electric traction on the 
Wirral, he went to Crewe as Assistant 
Stationmaster; and in 1940 he was at 
Birkenhead Docks as Assistant to District 
Controller, Chester. Mr. Turrell was re- 
called to Crewe in 1941, to act as Personal 
Assistant to the Stationmaster; he was 
appointed Yardmaster & Stationmaster, 
Coventry, in March, 1943, and in Novem- 
ber of that year was appointed Station- 
master at Carlisle. 


Mr. W. J. Pepler, who, as_ recorded in 
our May 10 issue, retires on June 1 from 
the position of Divisional Superintendent, 
Newport, Great Western Railway, joined 
the company in 1900, and, after a varied 
experience at Westbury, Wilts, and Melk- 
sham, was transferred in 1903 to the 
Assistant Divisional Superintendent's 
Office at Swindon. Three years later he 
was attached to the Bristol Divisional 
Superintendent’s Office, and filled various 
posts there until 1926, when he was ap- 
pointed Passenger Agent & Yardmaster 
at Avonmouth Docks. In 1933 he was ap- 
pointed Stationmaster at Swindon Junction. 
and he became Chief Clerk to the Bristol 
Divisional Superintendent in 1935. In 1938 
he was made Assistant Divisional Superin- 
tendent at Bristol, and on January 1, 
1942. was appointed Divisional Superinten- 
dent, Exeter. Mr. Pepler became 
Divisional Superintendent, Newport, in 
June, 1942, ' 





Lord Hyndley, on his appointment as 
Chairman-designate of the National Coal 
Board, has resigned from the board of 
Guest, Keen & Nettlefolds Limited. 





SoUTH AFRICAN RAILWAYS & HARBOURS 


Mr. L. C. Grubb, Mechanical Engineer 
(Workshop Layouts), Chief Mechanical 
Engineer’s Office, Pretoria, has been 
appointed Assistant Chief Mechanical 
Engineer (Motive Power), Johannesburg. 

Mr. D. P. McDonald, System Manager, 
Windhoek, has been appointed System 
Manager, East London. 

Mr. T. V. More, 
Durban, has been 
Manager, Windhoek. 

Mr. I. Greeff, Assistant Superintendent, 
General Rates & Claims (Goods Rates), 
has been appointed Superintendent (Rates), 
Johannesburg. 


System Engineer, 
appointed System 
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L.N.E.R. APPOINTMENTS 
Consequent on the recent appointment 
of Mr. J. Ness as Assistant General Mana- 
ger (Works & General), the following suc- 
cession of appointments has been made:— 


Mr. J. E. M. Roberts, District Super- 
intendent, Darlington (Acting Assistant 
Divisional General Manager, North 


Eastern Area), to be Assistant Divisional 
General Manager (North Eastern Area) on 
a permanent basis. 

Traffic Department (Operating) 

Mr. L. W. Ibbotson, Trains Assistant to 
Superintendent & Locomotive Running 
Superintendent (North Eastern Area) (Act- 
ing District Superintendent, Darlington), to 
be District Superintendent, Darlington, on 
a permanent basis. 

Mr. C. H. Lott, Acting Trains Assistant 
to Superintendent & Locomotive Running 
Superintendent (North Eastern Area), has 
been confirmed in the post. 

Mr. H. F. Smart, Assistant District 
Superintendent, Glasgow, to be District 
Superintendent, Burntisland, in place of 
Mr. F. C. Margetts, recently appointed 
Assistant Superintendent (Scottish Area). 

Consequent on Mr. A. R. Dunbar’s 
recently-announced appointment as Assis- 
tant Superintendent (Southern Area), Mr. 
J. Royston, Assistant District Superinten- 
dent, Kings Cross (Acting District Super- 
intendent, Manchester), to be District 


Superintendent, Manchester, on a_ per- 
manent basis. 
Mr. G. W. Stewart, Staff & General 


Assistant to the Superintendent (Southern 
Area), to be District Superintendent, Lin- 
coln, in place of Mr. F. Probert, recently 
appointed District Superintendent, Notting- 
ham. 

Traffic Department (Commercial) 

Consequent on the appointment of Mr. 
A. Forbes Smith as Traffic Stores Super- 
intendent, the following appointments have 
been made:— 

Mr. A. A. Harrison, District Goods & 
Passenger Manager, Cambridge (Acting 
Assistant Goods Manager, Southern Area), 
to be Assistant Goods Manager (Rates) 
(Southern Area). Mr. Harrison will con- 
tinue to fill his present position as Acting 
Assistant Goods Manager (Southern Area), 
in place of Mr. W. McA. Gracie, who 
meantime is seconded for special duty with 
the Government. 

The post of Assistant Goods Manager 
(Rates) will be filled on an acting basis 
by Mr. H. J. Edwards, at present Assistant 
to Goods Manager (Southern Area). 

Chief General Manager's Office 

Mr. W. G. Nicolson, Acting Head of 
Works Section, Chief General Manager’s 
Office, has been confirmed in the position. 

Chief Accountant's Department 

Mr. G. E. Coverdale, Chief Staff Clerk, 
Chief Accountant’s Department, to be 
Assistant to Chief Accountant (Stores), in 
succession to Mr. C. W. Stokes, recently 
appointed Assistant Purchasing Agent. 

Police Department 

Mr. G. J. Shepherd has been appointed 
to the new post of Assistant Chief of 
Police (Southern Area). 

Medical Department 

Dr. R. F. MacKenzie has been ap- 
pointed from outside the company’s ser- 
vice as Assistant Medical Officer (North 
Eastern & Scottish Areas), in succession 
to Dr. J. Sharp Grant, recently appointed 
Medical Officer (Southern Area). 

Advertising Department 

Mr. S. Bollon, of the Commercial 
Advertising Department, has __ been 
appointed Southern Area Advertising 
Representative, in succession to Mr. 
W. A. H. Burrus, retired. 
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At the invitation of the Conseil Pro- 
fessionel de I'Industrie des Fabrications 
Metalliques, Mr. A. W. Berry, Director of 
the British Engineers’ Association, 
attended the 60th ‘Annual Manifestation 
Scientifique in Brussels, promoted by the 
Société Royale Belge des Ingenieurs et des 
Industriels, from stalin 13 to May 18. 

COLONIAL RAILWAY APPOINTMENTS 

The Secretary of State for the Colonies 
has approved the following appoint- 
ments : — 

Lt.-Colonel K. M. Steven to be District 
Engineer, Nigerian Railway. 

Mr. F. Darlington, Traffic Inspector, 
Nigerian Railway. to be Assistant Traffic 
Officer, Nigerian Railway. 





We regret to record the death on 
May 19 of Mr. Walter Frank Wilson. who 
was District Goods Manager, Bristol, 
Great Western Railway, from 1914 to 1923. 

L.M.S.R. APPOINTMENTS 

Mr. V. Wollaston, Special Costs Clerk, 
Chief Accountant’s Office, Derby, to be 
Works Accountant (Locomotive Accounts), 
Crewe, in place of Mr. A. Bentley, retired. 

Mr. J. A. K. Gray, Goods Agent, Dar- 
wen, to be Assistant District Goods & 
Passenger Manager, Ayr. 

Mr. R. G. Wilson, Goods Agent, Leigh, 
to be Assistant District Goods & Passenger 
Manager, Northampton, in place of Mr- 
J. G. Hodgkinson, deceased. 

Mr. F. Leather, Commercial Representa- 
tive, District Passenger Manager’s Office, 
Euston, to be Assistant to District Passen- 
ger Manager, Manchester. 

Mr. R. Gray, Assistant District Con- 
troller, Polmadie, to be District Controller, 
St. Rollox, in place of Mr. C. Morrison, 
promoted. 

o.. A. P. Ford succeeding Mr. Gray 

Assistant District Controller, Polmadie. 

"hie J. G. Gourley, Controller, Operat- 
ing Manager's Office, Glasgow, to be 
Assistant District Controller, Polmadie. 

Mr. V. B. Jones to be District Veterinary 
Surgeon, Camden, in place of Mr. 
Austin, resigned. 

Mr. R. E. Hirtes to be District Veterin- 
ary Surgeon & Horse Superintendent, Bir- 
mingham, in place of Mr. F. Philip, 
retired. 

Mr, W. H. Price, Head Office Inspector 
(Staff), Office of Divisional Superintendent 
of Operation, Manchester, to be Station- 
master, Blackburn, in place of Mr. G. B. 
Brinnand, retiring. 

Mr. F. T. Hawkins, Stationmaster, 
Burnley Central (also in charge of Burnley 


Barracks), to be Stationmaster, East Ham, 
in place of Mr. A. J. Pickthorne, 
promoted. 


Mr. J. Sutcliffe, Stationmaster & Goods 
Agent, Mytholmroyd, succeeding Mr. F. T. 
Hawkins as Stationmaster, Burnley Central 
(also in charge of Burnley Barracks). 

Mr. J. Keay, Clerk, Commercial 
Manager’s Office, Glasgow, to be Parcels 
Agent, Aberdeen Joint Station, in place of 
Mr. J. Moir. 

Mr. A. Jeffrey, Assistant District Loco- 
motive Superintendent, Perth, to 
Assistant District Locomotive Superin- 
tendent, Carlisle (Kingmoor), in place of 
Mr. W. K. Hamilton, promoted. 

Mr. G. Luttrell, Temporary Assistant 
(Motive Power), Operating Manager’s 
Office, Glasgow, succeeding Mr. ’ 
Jeffrey as Assistant District Locomotive 
Superintendent, Perth. 

Mr. H. R. Carson, Foreman, Carriage & 
Wagon Department, Bromsgrove, to be 
District Foreman, Carriage & Wagon 
Department, Derby, in place of Mr. H. 
Hastings, promoted. 
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Parliamentary Notes 


London Midland & Scottish Railway Bill 
The London Midland & Scottish Rail- 
way Bill was read a second time in the 
House of Commons on May 14. 
Civil Aviation Bill 

Mr. Herbert Morrison (Lord President 
of the Council), in the course of moving 
the second reading of the Civil Aviation 
Bill in the House of Commons on May 6, 
said it was a substantial step towards the 
complete nationalisation, or socialisation, 
of British air transport. The Bill pro- 
vided that British air transport should be 
a public concern and not a private enter- 
prise, capitalist, or competitive concern. 
When civil aviation in Great Britain had 
begun, it had developed along lines of 
competitive private enterprise. Subse- 
quently there had been evolved and estab- 
lished Imperial Airways, which had repre- 
sented some degree of consolidation, 
particularly for overseas routes, and some 
improvement, but had been by no means 
perfect, and had not done the full job. 
Subsidies had tended to increase, but re- 
mained inadequate. There had been a ten- 
dency on the part of some of the air-trans- 
port undertakings to “cream” the good 
traffic. 

He could not find anybody who be- 
lieved in free competition in civil aviation, 
with the possible exception of Lord 
Beaverbrook. If they were to allow public 
air-transport services to be run by any- 
body, they would have an economically 
impossible situation in the air, plenty of 
accidents, and all sorts of complications. 
As there must be subsidies of some sub- 
stance, why should they go out of their 
way artificially to manufacture a hotch- 
potch and muddle of mixed-up private 
enterprise or monopoly business under 
State regulation, in which they got the 
maximum of trouble? Why should they 
go out of their way merely to satisfy the 
doctrinaire and dogmatic principles of the 
Opposition in favour of private enterprise? 

Nineteen countries had _ nationalised 
scheduled air services, and twenty-three 
had partially nationalised services. Public 
ownership meant that substantial public 
subsidies would, rightly, be accompanied 
by efforts to ensure that they were ade- 
quate but not excessive, and were used in 
the right way. The Government was not 
enthusiastic about subsidies, but in that 
industry they were inevitable for the time 
being. As time went on, it would seek to 
taper subsidies. 

Under comprehensive public ownership 
and public enterprise, they could have 
sweep and boldness in their civil-aviation 
policy, instead of vacillation, inadequacies, 
and the element of “creaming” the traffic 
of certain private-enterprise concerns. 
Parliament would have every right to dis- 
cuss broad and general policy, and to 
bring the Ministry of Civil Aviation to 
book if not satisfied. He hoped that Par- 
liament would not seek to bring that great 
business too meticulously under political 
control. In essence, it should be a busi- 
ness undertaking. There had been criti- 
cism that public ownership meant 
Whitehall bureaucracy and Civil Service 
red tape. That was not how they would 
wish to run the industry, or the general 
run of other publicly-owned industries. 
The Government believed that a public 
corporation gave the best of both worlds. 
Competent business persons would be ap- 
pointed to manage the undertaking, with a 
considerable degree of business freedom. 
The Government wished to introduce and 
develop in the industry the spirit of emu- 
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lation, of gathering a varied experience, 
and a certain degree of competition be- 
tween varying undertakings. If experience 
should show that three corporations were 
too many, modifications could be made. If 
it showed there should be more than three, 
that could be done, too. 

The Bill had two main purposes—to 
provide for the development of air-trans- 
port services by three corporations and 
under public control, and to nationalise 
the aerodromes in the United Kingdom 
required for those services. Charter work 
wpuld be free to all. The corporations 
would be appointed by the Minister, and 
he would have general power to give them 
such directions as he might think neces- 
sary in the public interest; but it was in- 
tended to give them as much freedom as 
possible, and the Bill provided that, before 
directions were given, the chairman con- 
cerned be consulted. 

RAISING CAPITAL 

Capital for the corporations in the ordi- 
nary way would be raised by the issue of 
tied stock, charged on the assets of the 
undertakings. The rate of interest would 
be fixed by the Treasury. The maximum 
aggregate of capital for the three corpora- 
tions would be £80 million. The Bill 
provided for adequate statements of 
account atid report, and for the Minister 
to require such information as he might 
need. The accounts and reports would be 
laid before Parliament for its information. 

Those experienced in civil aviation cer- 
tainly would be fully considered for use. 
Concerning the other undertakings, like 
railways and shipping, it was not desir- 
able in their judgment that there should 
be an inter-locking of managements be- 
tween private railways and private ship- 
ping and publicly- -owned air transport. 
They were using the services of a certain 
number experienced in railway and ship- 
ping transport, but they did not wish to 
be suspected of putting air transport 


under the thumb of surface communica- 
tion. 

Mr. A. T. Lennox-Boyd (Mid Bedford 
C.), who moved the rejection of the Bill, 


in the course of his speech said that under 
its provisions no competition of any kind 
was to be allowed. The Government pro- 
posed to set up a monopoly of three cor- 
porations which had no shadow of inde- 
pendence. They were but three branches 
of a Government concern with their sepa- 
rate boards pure eyewash, because all the 
shareholders were the Government. The 
Government would protect all those 
boards against competition and guarantee 
them against financial loss. There was no 
spur to efficiency, no yardstick by which 
cost could be measured. In addition, the 
Minister fastened on the boards control 
which left overwhelming power in the 
hands of a department to sit on private 
initiative, drive and enterprise at home, 
and to carry on negotiations involving 
fiercely competitive business with our 
Allies, and our friends overseas.  Sur- 
rounding and supporting the Government 
in the task, large corporations were being 
created. The staff of the British Overseas 
Corporation was no fewer than 21,000. 
What chance could there be for vigour, 
initiative and the readiness to take risks in 
a swollen body of that size? 

The Opposition deplored 
polistic features of the Bill. 

He would have thought that the readi- 
ness of the railways and short shipping 
lines to come into the Coalition scheme 
without a subsidy, and generally to take 
the rough with the smooth, was an indi- 
cation that they were genuine transporters 
engaged in transport as a whole. The vast 


the mono- 
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amount of traffic carried in the air by the 
railway companies in the last few years 
was sufficient proof that they had no in- 
tention of trying to “ muscle in” on civil 
aviation to smother it. He did not believe 
they ever had such an intention. 

The railways had had a very successful 
period of operating air lines, and Mem- 
bers who might be going to Jersey might 
know something about how well that ser- 
vice was being run. With six aircraft, they 
were doing five hours’ flying a day for 
seven days a week, and, since the days of 
the liberation of the Channel Islands. had 
carried, on their own services, no fewer 
than 22,000 passengers and 500,000 tons of 
freight. That was a pretty good record, 
of which they were entitled to be proud, 
and it was one to which some reference 
might be made by the Government. 

As concerned the general question of 
railway services, they had, throughout the 
war, quite properly, placed all their facili- 
ties at the disposal of the Government, 


carried 300,000 passengers in their own 
aeroplanes, 7,000,000 tons of freight, and 


worked to a timetable with 95 per cent. 
regularity with only a single casualty, and 
that caused by enemy action. He thought 
those things ought to be said, since that 
enterprise was now being scorned and 
ridiculed and its essential service belittled. 
Some members might have been caught in 
Paris or in the Channel Islands during the 
foggy period in February and March, 
when there was no transport across the 
Channel. At that time, the Jersey air 
services had filled the gap and carried over 
the persons who had been accumulating 
in Jersey and got them home in record 
time. That certainly showed that flexi- 
bility and reliability were not limited to 
Government departments. 

Wing-Commander Geoffrey Cooper 
(Middlesbrough West—Lab.) said that rail- 
ways had been given power to come into 
civil aviation in 1928. That had given 11 
years before the war started in which to 
show what they could do. Yet before the 
war railway air services were acknow- 
ledged inadequate. It was all very well to 
quote the case of Jersey Airways now. It 
must be remembered that the railway air 
services had bought up Jersey Airways; it 
had not been developed by them. 

Mr. Ivor Thomas (Parliamentary Secre- 
tary, Ministry of Civil Aviation), in the 
course of replying to the debate, said 
British engines were in a state of develop- 
ment far ahead of anything in the world. 
The B.O.A.C. was operating 195 aircraft, 


and the number of staff worked out at 
about 100 for every aircraft. In the 
U.S.A. the number employed for every 


aircraft by the international carriers had 

beeri 176 in 1942, and there were good 

indications that it was now about 200. 
The closure was moved by Mr. W. 


Whiteley (Government Chief Whip), and 
agreed to without a division. 
The Opposition amendment was de- 


feated by 315 votes to 126. 

A motion by Sir Stanley Holmes (Har- 
wich—Lib. Nat.) that the Bill be com- 
mitted to a committee of the whole House 
was negatived, and the Bill was remitted 
to a standing committee. 

The financial resolution in connection 
with the Bill was agreed to in committee. 

The terms of the Opposition amendment 
were as follow:—‘ That this House de- 
clines to give a second reading to a Bill 
which arrests the development of the new 
industry of civil aviation by confining all 
passenger and freight services, present oF 
future, to Government m¢ ynopoly corpora- 
tions; refuses the partnership of experi- 
enced aviation and transport undertakings; 
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vests all real control of operation and 
fnance in the Minister; involves the tax- 
payer in heavy subsidies; affords no 
gcurity to independent charter operators, 
and denies to the travelling public any 
fective appeal against inadequate services 
or excessive charges.” 


Railways (Valuation for Rating) Bill* 

In the course of moving the second 
rading of the Railways (Valuation for 
Rating) Bill in the House of Commons, 
on May 17, Mr. C. W. Key (Parliamen- 
tary Secretary, Ministry of Health) said 
that, before the passing of the Railways 
Valuation for Rating) Act, 1930. there 
had been considerable dissatisfaction with 
the method of deciding the assessment for 
rating purposes of the railway undertak- 
ngs, Which assessment had been of a 
parochial character. What had to be done 
was to attempt to ascertain separately as 
a basis Of valuation what rent would be 
paid by “the hypothetical tenant” for 
each particular hereditament in each indi- 
vidual rating authority area, and the Act 
of 1930 had introduced for the railways a 
national instead of a parochial valuation. 
Railways, like most public-utility under- 
takings, were valued on the profit or 
revenue principle, under which the annual 
value of the undertaking was deduced from 
the annual profits or net receipts. 

The Act of 1930, therefore, provided 
for four stages in that valuation process. 
First, there had to be an ascertainment of 
the average annual net receipts of each of 
the four main-line companies. Second, 
there was the determination of the net 
annual value of each company undertaking 
48a means of arriving at the rent which 
a hypothetical tenant would pay for the 
undertaking as a whole. Third, there was 
the apportionment of the net annual value 
30 obtained among the separate railway 
hereditaments cccupied by each company 
neach separate rating authority area; and, 
ast, the calculation from that apportion- 
ment of the annual value of the rateable 
value of each hereditament. The net re- 
ceipts of the rai!way companies for those 
purposes were obtained over five years, 
ind the results made the basis of the 
valuation of the railways for a subse- 
quent five years. Thus, the average annual 
net receipts for 1940-44 formed the basis 
ff the net annual value and thus of the 
rateable values for 1946-51 for England 
ind Wales and for 1948-53 for Scotland. 
The ascertainment, and recording in the 
railway valuation roll, for the railways in 
England and Wales, were done by the 
Railway Assessment Authority, and, for 
Scotland, by the Assessor of Railways & 
Canals; but, because the L.M.S.R. and 
LN.E.R. operated partly in England and 
partly in Scotland, the Act of 1930 had set 
pan Anglo-Scottish Railway Assessment 
Authority, charged with apportioning the 
tet annual receipts between the parts of 
the two railways in the two countries. 
The present Bill was necessary because 
he conditions governing railway opera- 
‘ions in the quinquennial period 1940-44, 
n which particulars the next valuation 
vas to be based, made it impossible for 
the Railway Assessment Authority accur- 
ately to determine the net receipts of ihe 
ndividual companies in those years. They 
tad been taken under Government con- 
tol, and the usual clearing house activi- 
les largely suspended. Even if the net 
‘mual receipts could be ascertained, it 
wuld be difficult to calculate the hypo- 
thetical rent for the five years 1946-51 


"An editorial article dealing with the Bill appeared 


‘our May 3 issue 
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from the net annual values resulting from 
the abnormal conditions of. 1940-44. The 
earnings of a particular railway in the war 
would not give a fair indication of its 
likely earnings in the next five years, and, 
therefore, any valuation based on such 
uncertainties would not be fair. 

The Government had decided there was 
no alternative to determining arbitrarily 
the notional net receipts of the war years 


for each undertaking for valuation pur- 
poses. During 1940-44, the average 


annual pooled receipts of all the railways 
had been in round figures, £79 million. 
From that pool, £43 million was paid to 
the companies, and that figure, with minor 
adjustments, had been taken as the aver- 
age net receipts for the purposes of the 
operation of the Act of 1930. That figure 
was apportioned between the undertakings 
and the resultant figures accepted by the 
parties concerned, the railway companies 
and the local authority associations. <A 
further step had to be taken, because it 
was impossible to calculate from those 
figures the rent of the hypothetical tenant; 
they had to determine the net annual value 
of each undertaking, and thus leave the 
Railway Assessment Authority and the 
Assessor of Railways & Canals to deter- 
mine from that general figure the net 
annual value, and hence the rateable value 
of each of the separate hereditaments. 
The lines on which they worked that 
were roughly as followed. It had been 
found that the proportion in which the 
£43 million had been divided between the 
undertakings in 1940-44 represented an 


increase of 12.7 per cent. on the net re- 
ceipts for each actually ascertained for 
1935-39; that formed the basis of the valu- 
ation roll of 1941-46. They, therefore, 
thought that it was appropriate to take 
the annual value of each railway for 


1941-46, the current roll, and increase that 
suitably by a common percentage to give 
figures for the valuation roll for 1946-51. 
Those figures had been worked out in dis- 
cussion with the local authority associa- 
tions, which had consulted the companies, 
and the resultant figures were set out in 
Parts I and II of the first schedule of the 
Bill. They represented an increase of 14.1 
per cent. over the figures of the previous 
period. On the basis of those figures, the 
Railway Assessment Authority would work 
out a draft valuation roll, and the machi- 
nery of 1930 thus would operate normally 
—that was, representations and objection 
to that draft roll could be made in the 
usual way; appeals could be made to the 
courts as to the correctness of the roll in 
relation to any particular hereditament, 
and so forth. There would, however, be 
no opportunity to challenge the main 
figures of net annual values which the Bill 
contained and made fixed and final. 

Captain H. F. C. Crookshank (Gains- 
borough—C.) said his party did not pro- 
pose to offer any opposition, more parti- 
cularly because the Bill was going to a 
Select Committee. It seemed to him the 
real difficulty was that under the Act of 
1930 those valuations, called cumuio 
valuations, had to be rated on the basis of 
the previous five years’ workings. Due to 
the war and the fact that there was an 
agreement limiting what the railways got, 
whatever the gross total, the Government 
taking the balance, there was some differ- 
ence of opinion as to whether the valua- 
tion should be based on the total earnings 
of the railways, which included the 
Government share, or on the amount the 
railways got. The Government had come 
down on the decision that the £43 million 
was the right basis. 

Mr. F. C. R. Douglas (Battersea North 
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—Lab.) said that, although he was a 
member of the Railway Assessment 


Authority and of the Anglo-Scottish Rail- 
way Assessment Authority, he was not 
speaking on their behalf, but was ex- 
pressing his own opinion. He said a per- 
manent amendment of the principal Act 
was necessary, and this Bill did not make 
that amendment. Fundamental defects 
had arisen out of the long history of the 
valuation of public-utility companies. A 
valuation was made on the basis of the 
average net profits or net receipts of the 
railways for a past period of five years, 
but the valuation operated for a future 
period of five years. Into that estimation 
there had been introduced all kinds of 
conjectures about what might happen in 
the future. The railway companies had 
always got the benefit of saying: * We are 
conducting a most uncertain, risky and 
dangerous trade, and, therefore, our valua- 
tion for the future ought to be based on 
the assumption that we are standing at a 
high degree of risk.” 

‘Now they came to the period in which 
the railways had been enjoying a guaran- 
teed revenue from the State of £43 million 
a year, and in which the railways had 
actually been earning on an average over 
£80 million a year. It was true the earn- 
ings had been divided between the rail- 
ways and the State. and that there had 
been in effect, a partnership between the 
two; but that was no reason for reducing 
the valuation of the railways. The only 
result would be that under the agreement 
made with the railways for their control, 
the State would have to pay the increase 
of the valuation by a deduction from 
its share of the earnings of the railways. 
They would remain with their guaranteed 
£43 million. Therefore, one of the primary 
objects of the Bill, which had not been 
mentioned so far, was to make sure that 
the share of the State would not be im- 
pinged on by having any regard to the 
part of the earnings of the railways which 
it appropriated. 

THE POSITION IN SCOTLAND 

Mr. T. Scollan (Renfrew West—Lab.) 
said the position in Scotland with regard 
to rating was somewhat different from ‘that 
in England. In Scotland the local 
authority assessor went to a_ place, 
examined it, found out as near as possible 
what was the turnover, and what were the 
likely profits. He put a valuation on it, 
and rates were paid on that valuation. 
There was a court to which parties could 
appeal if they considered the valuation 
too high. In part 1 of the first schedule 
the cumulo yearly value of the L.M.S.R. 
undertaking was £598,960. Suppose the 
L.M.S.R. undertaking in the city of Glas- 
gow was £250,000—he did not know the 
figure—and the City Assessor assessed the 
value of the undertaking in Glasgow at 
£300,000, was the Minister prepared to 
make any provision for negotiating the 
difference between the City Assessor and 
the railway assessing authority? Obvi- 
ously not. Was it not a bit undemocratic 
arbitrarily to put down a figure and tell 
the authorities they had to accept it? 

Mr. Key, in the course of replying to 
the debate, said it was not the purpose of 
the Bill to alter the operations of the 1930 
Act. Its purpose was to provide the 
necessary figures for those operations to 
be carried out, and they had had to deter- 
mine what could be regarded as a reason- 
able figure for the net annual returns of 
the railway undertakings. For the opera- 
tions of the railways in the years ahead, 
the mere fact that during the war the figure 
was as much as £79 million, did not make 
a fair basis for valuation if the railways 
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only got £43 miilion out of that £79 
million. What they had to deal with was 
a fair basis for 1946-51. 

He could not be expected to give an 
undertaking on what would be the attitude 
of the Ministry to the valuation and rating 
of railways as a permanent thing in the 
future, or what would be done under con- 
ditions of nationalisation. It might well 
be that the whole problem of valuation 
and rating of public-utility undertakings 
needed to be dealt with. He thought there 
was a great deal to be said for that. 

The second reading was agreed to with- 
out a division. 

The following motion by Mr. Key was 
agreed to: “That the Bill be committed 
to a select committee of six members, 
four to be nominated by the House and 
two by the Committee of Selection: that 
all petitions against the Bill presented at 
any time not later than five clear days 
after the making of this Order be referred 
to the committee; that petitions against 
the Bill may be deposited in the Commit- 
tee and Private Bill Office, provided that 
such petitions shall have been prepared 
and signed in conformity with the rules 
and orders of this House relating to peti- 
tions against private bills; that the peti- 
tioners praying to be heard by themselves, 
their counsel, cr agents, be heard against 
the Bill, and counsel or agents heard in 
support of the Bill; that the committee 
has power to report from day to day the 
minutes of evidence taken before it: that 
three be the quorum.” 


Questions in Parliament 
Railway Fares and Charges 

Sir Frank Sanderson (Ealing East—C.) 
on May 13 asked the Minister of Trans- 
port whether, in view of the fact that wage 
rates had increased by 57 per cent. and 
the cost of coal had risen by over 120 
per cent. since 1939, whereas railway fares 
and charges had been increased by only 
16} per cent. above pre-war, an adjust- 
ment of fares and charges was proposed 
to be made, with a view to meeting the 
increased charges and to maintain the rail- 
ways on a sound financial basis. 

Mr. Alfred Barnes (Minister of Trans- 
port) stated in a written answer: The 
increasing discrepancy between the costs of 
railway working and the current level of 
charges to which Sir Frank Sanderson 
refers has naturally engaged my attention 
but I am not at the moment in a position 
to make any statement. 


Railway Timetable Changes 

Mr. C. F. Grey (Durham—tLab.) on 
May 15 asked the Minister of Transport 
if he was aware of the inconvenience 
caused to many passengers on Durham 
Station on Monday, May 6, due to lack 
of information of altered times of trains: 
and if he would ensure in future that. :f 
any alterations were to be made, the com- 
pany concerned gave sufficient notice both 
by press and posters. 

Mr. Alfred Barnes (Minister of Trans- 
port) in a written answer stated: The 
alterations and additions to the train ser- 
vices which came into force on May 6 were 
very considerable and the work involved, 
together with staff shortages on the rail- 
ways and in the printing trade, made it im- 
possible to produce sufficient copies of the 
new timetable for distribution throughout 
the line before the date of operation. At 
Durham, in addition to considerable press 
publicity, notices were posted at the 
Station. I regret any inconvenience caused 
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and am assured that the railway com- 
panies will make every effort to publish 
details as long as possible before the in- 
troduction of new timetables. 


Tube Railways in S.E. London and 

N.W. Kent 

Mr. George Wallace (Chislehurst—Lab.) 
on May 13 asked the Minister of Trans- 
port if he had considered the proposals 
of the Ministry of Transport’s Railway 
(London Plan) Committee; and if he would 
give careful consideration to the possibility 
of extending tube railways to serve South- 


east London and North-west Kent outer 
suburbs, including the Thames estuary 
towns. 


Mr. Alfred Barnes: As Mr. Wallace is 
aware, this valuable report provides a 
comprehensive plan of a future layout of 
railways in the London area. It requires 
careful study, but I am not yet in a posi- 
tion to make a statement. 

Mr. Wallace: Will the Minister also give 
an assurance that he will make a careful 
study of the suggestion made in the latter 
part of the question? 

Mr. Barnes: Certainly. 


Organised Parties on Scheduled Trains 
Mr. Tom Smith (Normanton—Lab.) on 
May 13 asked the Minister of Transport 
whether any special rail facilities were con- 
templated for the purpose of taking organ- 
ised parties of school-children for day trips 
to the seaside during the summer months. 
Mr. Alfred Barnes: Yes. lam authoris- 
ing the railway companies to reserve ac- 
commodation for organised parties on 
scheduled trains, where that is practicable, 
or to run special trains for such parties 
where the numbers warrant and operating 
difficulties would be eased. In the case of 
organised parties of school-children, these 
facilities must for the present be so 
arranged as to avoid travel at week-ends. 
Mr. Smith: Have any concessions been 
made in regard to the fares? 
Mr. Barnes: Not at the moment. 


Sleeping Berths for Members of 

Parliament 

Major A. L. Ungoed-Thomas (Llandaff 
& Barry—Lab.) on May 13 asked the 
Minister of Transport what the arrange- 
ments were for reserving sleeping accom- 
modation for Members of Parliament 
travelling between London and their con- 
stituencies on their Parliamentary duties; 
and why those facilities had been cut down 
by him. 

Mr. Alfred Barnes: My department 
holds a number of sleeping berths on the 
most important routes for allocation to 
Members travelling between London and 
their constituencies or on the business of 
the House, and to certain other passen- 
gers, whose journeys are certified to be on 
business of urgent and national importance 
and necessarily taken at night. In fairness 
to other travellers, whose demands for 
sleeping berths are very heavy, the number 
of berths reserved is kept as low as pos- 


sible. Overall, about 35 per cent. of the 
total first class and 14 per cent. of the total 
third class berths are now reserved in 


this way. Reductions made from time to 
time in the number of berths reserved for 
priority passengers have little or no effect 
on Members on account of the high 
priority accorded to them. 

Major Ungoed-Thomas: Will the Mini- 
ster say what the arrangements are for 
informing Members when berths are not 
available? 

Mr. Barnes: I have not had many com- 
plaints on this matter, but if Major 
Ungoed-Thomas has had that experience, 
I will certainly look into it, and rectify it. 
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Mr. F. G. Bowles (Nuneaton--Lab): 
Are we to understand from the Minister's 
answer that the reservation that he has up 
his sleeve for Members of Parliament and 
others does not always guarantee that 
Member of Parliament has a right to the 
facility of a sleeping berth? 

Mr. Barnes: | have no berths up my 
sleeve, but no Members are disappointed 
about their priority rights. 

Mr. R. Assheton (City of London—C)): 
Will the Minister recollect the interest of 
the general public in this matter? 

Mr. Barnes: I have certainly done that. 
and the figures indicate that they have the 
majority of them. 


Drivers, Firemen and Goods Guards 
Mr. W. McAdam (Salford North—Lab.) 
on May 13 asked the Minister of Transport 
if he would state the number of engine 
drivers, firemen and goods guards em- 
ployed by the four main-line railway com- 
panies at January 1, 1939; and the number 
in the employment of the companies at 
the latest available date on which informa- 
tion could be supplied. 
Mr. Alfred Barnes: 
March, 1939, and 


as follow: 


The 
in March, 


numbers in 
1945, were 


Drivers and Ciceinen Goods 
motor men guards 
March, 1939... 33,913 31,997 13,754 
March, 1945 42,715 39,420 18,257 


The numbers at January 1, 1939, are not 
readily available. 


Rhodesia Railway Workers’ Union 
Colonel A. D. Dodds-Parker (Banbury 
C.) on May 13 asked the Secretary of 

Siate for Foreign Affairs whether he was 


aware that the Portuguese Government 
was instituting by Decree a_ system of 


trades unions in its colonies which would 
not allow any free form of workers’ asso- 
ciation and would preclude Portuguese 
nationals from affiliation with non-Portu- 
gulese organisations; that, as a result, some 
450 Portuguese nationals who were now 
members of the Rhodesia Railway Workers’ 
Union, a British trades union having head- 
quarters in Southern Rhodesia, would be 
forced to resign; and whether he would 
cause representations to be made to the 
Portuguese Government on that matter. — 

Mr. Hector McNeil (Under-Secretary otf 
State for Foreign Affairs): The Secretary 
of State for Foreign Affairs has no in- 
formation in the matter, but is making 
immediate inquiry. 


Straps for Standing Passengers 

Mr. George Wallace (Chislehurst—Lab.) 
on April 15 asked the Minister of Trans- 
port if, in the interests of the safety and 
convenience of standing passengers, he 
would consider the installation of straps in 
suburban train coaches in a similar man- 


ner to that employed on the L.P.T.B. 
system. 
Mr. Alfred Barnes: 1 am looking into 


this matter and will publish the result in 
the Official Report. 


Cardiff-Bristol Air Services 

Mr. Peter Freeman (Newport—Lab.) on 
May 15 asked the Parliamentary Secre- 
tary to the Ministry of Civil Aviation 
whether he would now state when the ali 
services from Cardiff to Bristol and 
Weston would be ce-started. 

Mr. Ivor Thomas (Parliamentary Secre- 
tary, Ministry of Civil Aviation) stated in 
a written answer: The aircraft earmarked 
for the service are at present undergoing 
extensive overhaul. Our objective 1s ‘0 
start these services within the next two 
months. 
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Census of Railway Employees 


In our May 10 issue we published a table 
showing the numbers of persons employed 
by British railway companies at a census 
date in March of 1938, 1939, and 1944. 
By courtesy of the Ministry of Transport 
we are now able to publish comparative 
figures at March 10, 1945. 


NUMBER OF PERSONS EMPLOYED BY 
BRITISH RAILWAY COMPANIES 


At At 
March II, March 10, 
1944 1945 
Capstanmen and capstanlads 896 875 
Carters and vanguards 21,470 21,216 

Carriage cleaners 6,583 6,789 
Carriage and ees exami- 

ners re ; , 4,274 4,253 
Checkers 10,102 10,156 
Clerks 73,807 73,420 
Cranemen and ‘cranelads 693 737 
Engine cleaners iu i 5,021 5,772 
Engine drivers and “motor 

men ave oan 43,284 44,151 
firemen call 38,375 39,458 
Gatekeepers and gatelads oe 2,924 2,910 
Greasers “ 1,643 1,772 

Guards (goods. and mineral) 

"and brakemen a 18,252 18,490 
Guards (passenger) ... 7,244 7,181 
Horse drivers (shunting) 171 156 
labourers. 24,475 25,059 
Lampmen and lamplads 1,442 1,426 
Loaders and sheeters 6,163 6,107 
Locomotive shedmen 10,281 10,869 
Mechanics and artisans 100,884 99,289 
Messengers 1,017 929 
Number takers 1,946 1,937 
Permanent-way men 47,956 49,643 
Pointsmen 243 269 
Policemen ‘ 4,070 4,730 
Porters (goods) 19,499 18,716 
Porters (passenger) .. 28,826 29,434 
Shunters, yardsmen, etc. 18,224 18,741 
Signal fitters and telegraph 

wiremen . 7,161 7,257 
Signalmen and signal box 

lads . 26,344 26,358 
St ationmasters, ‘goods agents, 

and yardmasters 5,376 5,418 
Ticket collectors and exami- 

ners : 4,174 4,297 
Miscellaneous 73,936 74,554 

Total, railway servants... 616,756 622,369 


With the exception of staff not employed 
directly, staff employed by contractors, 


? oO 
C2 
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all persons in the service of the railways 
during the week of the census are taken 
into account. The figures represent the 
ag omy of staff receiving salaries or wages 
for the full week, combined with the equi- 
valent number of full-time workers in 
cases where employees were paid for less 
than the complete week. 








Electrical Equipment Repre- 
sentation in South America 


The British Thomson-Houston Co. Ltd., 
Rugby, has opened offices at Avenida Pte. 
R. Saenz Pena 636, Buenos Aires. The 


premises are contiguous to those recently 
opened by the Metropolitan-Vickers Elec- 


trical Export Co. Ltd., thereby facilitating 
co-ordination and co-operation between 


these two subsidiaries of Associated Elec- 


trical Industries Limited. 
In charge of the new offices is Mr. J. G. 
Boddy, whose father, Mr. W. J. Boddy, 


was responsible, on behalf of the British 


Thomson-Houston Company, for setting 
to work one of the earliest railway elec- 
trifications in Argentina, namely, the first 
suburban lines of the Central Argentine 
Railway be converted to electric trac- 
tion. 

Mr. J. G. Boddy goes to Buenos Aires 


with the benefit of a thorough engineering 
training and much practical engineering 
experience. After serving a_ student 
apprenticeship at the Rugby works, he 
gained experience in the research, design, 
engineering, commercial, and construction 
departments. 

At the beginning of the war Mr. Boddy 
was loaned to Magnesium Elektron 
Limited in connection with extensions 
being made to the magnesium plant at 
Manchester. When, later, it was decided 
to build a factory at Las Vegas, Nevada, 
for the production of magnesium on a 
scale 10 times greater than the capacity 
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of the Manchester plant, he was loaned as 
electrical expert. He was subsequently 
appointed chief electrical engineer. 


Cleaning Locomotives by Steam 
Pressure 


At its Nine Elms locomotive depot, 
London, the Southern Railway has adopted 
a method of cleaning the motion, wheels, 
and similar parts of locomotives by means 
of a steam jet, with which is mixed a 
special solution for loosening and break- 
ing down accumulations of grease and 
grime. The spraying apparatus is known 
as the Weaver high-pressure steam jenny, 
and has been developed from equipment 
designed originally for cleaning aircraft 
engines. The maker is the Weaver Manu- 
facturing & Engineering Co. Ltd., of 
Weaver Works, Edgware, Middlesex. 

Steam is raised in a paraffin-fired boiler, 
with a heating coil through which the 
water and the Megisan cleaning solution 
circulated by a petrol-driven pump. 
The pump also supplies paraffin to the 
burner, and is used for spraying atomised 
oil on to the parts after cleaning to pre- 
vent corrosion. The steam pressure is 
from 100 to 150 Ib. per sq. in. Two clean- 
ing jets can be operated from one jenny. 
An automatic valve regulates the pressure 
so that a jet can be turned off safely without 
returning to the machine. 

Using this equipment, an 
cleaned in seven man-hours, 
man-hours when the work is done manu- 
ally. The thorough cleaning given has 
proved of great value in revealing mechani- 


are 


engine can be 
as against 32 


cal faults requiring attention, and has re- 
sulted in a saving of from one and a 


quarter to two days in certain repair pro- 
cesses. Jet cleaning is carried out approxi- 
mately once every nine days. Interme- 
diate cleaning by hand is expedited by the 
thoroughness of the jet process. 


Locomotive Cleaning by Steam Pressure on the Southern Railway 





Removing dirt and grit from the motion parts of a Southern Railway locomotive at Nine Elms, London, 


by means of a Weaver steam jenny 
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Notes and News 


Leading Draughtsman Required.—A 
leading draughtsman is required by a 
British railway. Candidates must have had 
of all forms of 


experience in the design 
locomotives. See Official Notices on page 
583. 

Ferodo Factory Extensions.—Ferodo 


Limited is to make additions to the plant 
and buildings at the factory at Chapel-en- 
le-Frith, Derbyshire. Kirk & Kirk Limited, 
London, has been entrusted with the erec- 
tion of the buildings, and the architects are 
Husband & Company, Sheffield. 

Trent Motor Traction Co. Ltd.—A final 
dividend of 6 per cent. has been paid on 
the ordinary stock for 1945, making 10 
per cent. as in the previous year. In addi- 
tion a cash bonus of 5 per cent. has been 
paid this year. Net profit for 1945 was 
£60,466, as against £57,455 in 1944. 

Mexican Government Purchase of 
British-Owned Railway.—According to a 
report from Mexico City, the  British- 
owned Mexican Railway Co. Ltd., which 
Operates betweea Mexico City and Vera 
Cruz, has been sold to the National Rail- 
ways of Mexico for 8,600,000 U.S. dollars 
(£2, 150,000). 


Assistant Storekeeper Required.—An 
assistant storekeeper is required by the 
Nigerian Government Railway for one 


tour of 18 to 24 months with possible per- 
manency. Candidates must have had ex- 
perience of railway stores, accounting and 
control of labour. See Official Notices on 
page 583. 

Workshops Accountant Required.—A 
workshops accountant is required for the 
Chief Mechanical Engineer's Department 
of the Kenya & Uganda Railways & 
Harbours Administration for one tour of 
36 to 48 months, with possible per- 
manency. Candidates must hold a recog- 
nised professional accounting qualifica- 
tion. See Official Notices on page 583. 


Associated Equipment Co. Ltd.—At a 
meeting of the Board of Directors on 
May 6, it was resolved that an interim 
dividend, at the rate of sixpence per £1 
unit of stock, free of income tax, be paid 
to members whose names appeared on the 
Register of Members as at April 29, 1946, 
in proportion to their respective holdings 
of stock, and that dividend warrants be 
despatched to members on or about May 
24, 1946. 


Brighter Stations on the Southern Rail- 
way.—Fifty Southern Railway stations are 
being redecorated this year, and others 
will be dealt with as labour and materials 
permit. Southern Railway green and buff 
will predominate in colour schemes, giving 
the stations their pre-war bright and cheer- 
ful appearance. Two considerations have 
decided where work is to be done this 
year, namely, traffic importance in most 
cases, and serious arrears of maintenance 
in others. Among the stations to be re- 
decorated this year are Waterloo, Vaux- 


hall, Exeter Central, Southampton Ter- 
minus, Bournemouth Central, and Dover 
Marine. 


Proposed Doubling of Skefko Sundon 


Works.—The Skefko Ball Bearing Co. 
Ltd. contemplates doubling its Sundon 
Works, Luton, and hopes to be able to 


commence as soon as present restrictions 
permit. In taking this decision the com- 
pany hopes that the present labour short- 
age will resolve itself, and that in due 
course an adequate number of houses will 
be built for the employees. It is stated that 
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proposed housing developments at Sundon 
Park promise to provide the houses as 
soon as the builders receive authority to 
proceed. The Sundon factory, covering 
100,000 sq. ft., was provided as a dis- 
persal unit during the war and has ample 
space for development. 


Tangyes Limited Exhibits at Paris Fair. 


-Tangyes Limited is exhibiting at the 
Paris Fair, from May 25 to June 10, a 
considerable number of its products, in- 
cluding horizontal and vertical diesel 
engines, new types of universal hydraulic 


testing machine, vertical treble ram wash- 


ing pump, compresor unit, hydraulic lift- 
ing jacks and hydraulic jacks of new 
design. 

Institute of Transport Examination 
Prizes.—The Council of the Institute of 
Transport has awarded the following 


prizes in respect of the 1945 examinations: 


Associate Membership Examination: £20 
to Mr. P. Sangarappillai (Office of the 


Commissioner of Road Transport, Ceylon) 
for the best performance, and £10 to Mr. 
S. B. Stevenson (Devon General Omnibus 
& Touring Co. Ltd., Torquay) for second 
place; Graduateship Examination: £10 to 
Mr. W. A. Welsman (James & Hodder, 
Bristol) for the best performance, and £5 
to Mr. W. H. Stebbings (Great Western 
Railway, Paddington; now serving in 
B.A.O.R.) for second place. 

L.P.T.B. Transport Arrangements for 
Victory Celebrations.—On Victory Day, 
Saturday, June 8, Underground trains will 
operate throughout the day, starting at the 
usual -day times. Services will be 
built up so as to carry the majority of 
traffic into Central London well before 
9 a.m. Last trains will leave Central 
London stations about one hour later than 
usual on ali nights from June 8 to June 15, 
inclusive. On June 8, nine stations on the 
route of the marching column will close by 
9 am. (or earlier if necessary) and re- 
open after it has passed. Other stations 
may be closed temporarily. On June 9 
usual Sunday services will operate, and, 
on June 10, special Bank Holiday services. 

Orders for Westinghouse Air Brakes.— 
In addition to the 1,154 Westinghouse air 
brakes for overseas use to which reference 
was made in our March 22 issue as being 
in hand in the Chippenham Works of 
the Westinghouse Brake & Signal Co. Ltd., 
further orders have been received by the 
company, for 365 sets (115 for right-hand 
drive, 250 for left-hand drive) for A.E.C. 
vehicles. These sets include the E.9 com- 
pressor, the combined reservoir with charg- 
ing and unloader valves, and foot control 
and clutch valves. Additional orders re- 
ceived for home use include: (a) 300 sets 
for A.E.C. buses for provincial service, 
with similar equipment to that mentioned 


wee 


above; (b) 65 sets for A.E.C. trolleybuses 
for Cardiff, using E.5 electric driven com- 
pressors. 


Cost of Road Accidents.—At the request 
of the Ministry of Transport, Professor 
J. Harry Jones, M.A., Professor of Econo- 
mics and Head of the Economics & Com- 
merce Department, University of Leeds, 
has estimated in terms of the national 
income the cost to the community of road 
accidents. His report is published by H.M. 
Stationery Office, price Is. 3d. net. Pro- 
fessor Jones took the period 1935-38, and 
his estimate of the average annual cost to 
the community of road accidents during that 
period, at the price and income levels then 
prevailing, is approximately £60,000,000. 
With the same number of similar accidents 
under present conditions, the total cost 
would be about £100,000,000 a year. For 
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the period 1935-38 the cost of roa d - 
dents represented approximately 1.33 pe 
cent. of the total national income. the 
report incorporates, as an appendix, the 
Government Actuary’s alternative estimate 
of £50,000,000, based on a different method 
of procedure, compared’ with the 
£60,000,000 referred to above. 


Injection Moulding Machines.—A, ¢ 
Wickman Limited, Coventry, has been 
appointed sole agent and engineering repre- 
sentative throughout the world for the 10- 
gramme hand-operated injection moulding 
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Stocks and Shares 
Prices 
oun ain 
Stocks sF Pz 
=— o~ | May 
i in 21 Rise 
1946 Fall 
G.W.R. 
Cons. Ord. ... 603 47} + | 
50 Con. Pref. 1244 | 104$ | 174 If 
8, Red. Pref. (1950) | 1072 | 10I1¢ | 103 
35 o Re. Charge .., 1373 120 1284 
5° Cons. Guar. 1354 117 1264 | 
4°, Deb. 118 106 1154 I} 
44°) Deb. 1194 108 1154 ! 
44° Deb. 1244 | IIN4 120 3 
5% Deb. 138 124 129 I 
24% Deb. 83 744 86} | 
L.M.S.R 
oy 33 234 28} $ 
°% Pref.(1923) ...| 65 50 594 = 
4 o Pref. . 803 694 84 } 
5° Red. Pref. (1955) 1064 994 1034 
4% Guar. ... . 1064 97 1064 } 
4°, Deb | ttog | 102 | 442 
5°, Red. “Deb. (1952) 1104 1034 106 i 
L.N.E.R. 
5% Pref. Ord. | @ 5} 6 
Def. Ord. ... ees 44 24 3 
4°, First Pref. | 624 | 494 | 59 \ 
4% Second Pref. -| 334 244 284 i 
5% Red. Pref. (1955) 103 96 99 
4%, First Guar. we) 1044 95 106 - 
4% — Guar. 97 894 984 $ 
3% D ; ‘ 912 824 964 + 
4°° De “ . 1093 | ‘101 Hihy } 
5° Red. Deb. (1947) 1034 100 100 
44% — Fund 
Red. Deb. .| 106% 103 1045 
SOUTHERN 
Pref.Ord. ... 794 63 78; - 1 
Def. ae ae 205 214 |- 4 
5% Pre . 1244 104 117 + | 
5% a’ Pref. (1964) 117 107 1104 ! 
5° Guar. Pref. .| 1353 117 1255 
5% Red. Guar. Pref. | } 

(1957) .| 117 106; | 1105 ! 
4%, Deb wl TI7Z | 1044 | 1144 It 
5% Deb. | bay 124 1284 
4° a a Deb. (1962- 

| 112 1044 | 1094 
4° . "Red. Deb. (1 970- 

80) . .| PE34 104 1094 - 

FORTH BRIDGE 
4° Deb. se 106 103 105 - 
4% Guar. 106 101 104 - 

L.P.T.B. 

44 — seal Uae 117 1254 | 
8, —— of bao 127 1344 ! 
3% Gam. (1967- 7) 100 974 i044 } 
5% ..| 1254 115 120 ? 
ot of 70 58 62 3 

MERSEY 
37 314 | 305 
30, Perp. Pref. 724 684 72 
4% Perp. Deb. 1044 104 105 2 
3° Perp. Deb. 84 784 82} 
IRELAND* 
BELFAST & C.D. 
Ord. ... of “Oy 6 7} 

G. NORTHERN 
Ord. ... ae it 244 374 Fs 
Pref. ... 524 423 58 
Guar. 80 68 88 4 
Deb. ... 974 874 1014 4 

IRISH TRANSPORT | 
Common on : — | 176 — 7} 
3° Deb. -= — 


* Latest available quotation 
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Crown Agents for the Colonies 


COLONIAL GOVERNMENT APPOINTMENTS. 


APPLICATIONS from qualified candidates are 
invited for the following post:— 


WORKSHOPS ACCOUNTANT required for the 


CHIEF MECHANICAL ENGINEER’S DEPART- 
MENT of the Kenya and Uganda Railways and 
Harbours Administration for one tour of 36 to 48 
months with possible permanency. Salary: £480, 
rising to £840 a year plus cost-of-living bonus at 
current rates. Initial salary not exceeding £600 
according to qualifications, experience and war 
service. Free quarters and passages. Candidates, 
not over 35, must hold a_ recognised professional 


accounting qualification. A general knowledge of 
Railway accounting practice and Workshops costing 
and accounting as applied to Mechanical Workshops 
and Running Sheds would be an advantage. Apply 


at once by letter, stating age, whether married or 
single, and full particulars of qualification and experi- 
ence, to the Crown Agents for the Colonics, 4, 


quoting M/N/16203. 





Millbank, London, S.W.1, 
THE RAILWAY SYSTEM OF JAMAICA. A 
general description of the system and its traffics, 
with an account of economic problems; the motive 
power used; and some features of* operation. By 
f Fox, B.Sc., M.Inst.C.E., General Manager, 
Jamaica Government Railway. Reprinted from The 
Railway Gazette, January 5 and 12, 1945. Price Is. 
Post free 1s. 2d. 
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Crown Agents for the Colonies 
COLONIAL GOVERNMENT APPOINTMENTS. 


APPLICATIONS from qualified candidates are 
invited for the following post:— 
ASSISTANT STOREKEEPER required by_ the 


Nigerian Government Railway for one tour of 18 to 
24 months with possible permanency. Salary: £400, 
rising to £720 a year. On salary of £400 a year 
local allowance is £60 and separation allowance for 
married men is between £84 and £204 a year accord- 
ing to dependants. Outfit allowance £60. Free pas- 
sages and quarters. Candidates, preferably not over 
30, must have had experience of Railway Stores, 
Accounting and control of labour. War Service 
associated with material in Army, Navy or Air Force 
would be an advantage. Aptitude for Office work is 


essential. 
Apply at once by letter, stating age, whether 
married or single, and full particulars of qualifica- 


Crown Agents for the 
London, S.W.1, quoting 


tions and experience, to the 
Colonies, 4, Millbank, 
M/N/!6098. 


A BRITISH Railway Company 
Draughtsman experienced 
forms of locomotives, 


requires a Leading 
in the design of all 
and preferably coaches and 
wagons additionally, and workshop equipment. 
Salary offered—£400 to £450 per annum. Applica- 
tions, with copies of original testimonials, Box 10, 
The Railway Gazette, 33, Tothill Street, Westminster, 
London, S.W.1 
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Locomotive Building Industry in India 
TATA LOCOMOTIVE & ENGINEERING 


PANY 
W ORKS SUPERINTENDENT required for an 
up-to-date Locomotive . Boiler-building Plant 


now being established at Jamshedpur, Behar, India. 

The post carries a salary of £2,000 to £2,500 per 
annum. It offers an excellent opportunity to a man 
of capacity and ambition, with good prospects for a 
“live”? man. The present rate for Indian Income 
Tax on the salary offered is only about one-half the 
corresponding rate in the U.K. Passages out and 
Home will be provided and assistance will be given 
in arranging passages for the family of a married 
man. Quarters at a reasonable rent will be provided 


and a medical attention. One month’s leave on 
FULL PAY yearly. 
Applicants, who should be between 35 and 45 


years of age, should have had a sound training and 
good subsequent experience in locomotive building, 
including boilers, and should be ready and able to 
take responsibility. 

Applications, which will be 
fidence and should, if possible, 
copies of testimonials and certificates, should be 
made to the  under-noted address and marked 
** Works Superintendent.’” Mesrs. Tata Limited, 18, 
Grosvenor Place, London, ‘S.W.1. 


treated in strict con- 
be accompanied by 


sl: ATION DESIGN. A striking example of modern 

British practice at the important wayside station 
of Luton. Reprinted from The Railway Gazette, 
July 7, 1944. Price 1s. Post free 1s. 2d. 








machine, designed and manufactured by 
the Nene Valley Tool Co. Ltd., The Square, 
Earls Barton, Northampton. This com- 
pany also is developing power-operated 
machines of 1 oz. and 2 oz. capacities, 


Germany and Poland.—The Postmaster 
General states that postal correspondence 
and telegrams for those parts of Eastern 
Germany (including part of East Prussia) 
which are at present under Polish adminis- 
tration should be addressed, not to Ger- 
many, but to Poland. The main districts 
concerned are: Olsztyn  (Allenstein), 
Szczecin (Stettin), and Wroclaw (Breslau). 
Postal correspondence and telegrams for 
Gdansk (Danzig) should also be addressed 

Poland. 


Thos. Firth & John Brown Ltd.—A 
large increase in export orders was re- 
ported by Lord Aberconway, Chairman of 
Thos. Firth & John Brown Ltd., at the 
general meeting of the company on May I. 
Referring to the recent Government an- 
nouncement of a large measure of public 


ownership for the iron and steel industry, 
Lord Aberconway said the scheme would 
appear to be a hazardous experiment 
undertaken with little commercial or 
economic justification. It was most un- 
fortunate that at this stage of transition 
from wartime to peacetime manufacture, 
this serious element of uncertainty should 
arise. 


Beira Railway Co. Ltd.—A statement by 
the Chairman of the Beira Railway Co. 
Ltd., Mr. Arthur E. Hadley, C.B.E., which 
was circulated with the report and accounts 
for the year ended September 30, 1945, 
showed that revenue decreased by £48,574 
to £421,434. Since expenditure was some 
£2,000 less, the fall in revenue was ac- 
counted for by declines in general mer- 
chandise and certain mineral traffics. Pro- 
fit fer the year was £46,480, or about 
£40,000 less than in the previous er 
The directors recommended a dividend « 
2s. per share, less income tax at 10s. : 
the £, and that the balance of £41,771 be 
carried forward. In his speech at the 


L.M.S.R. Information Bureau, Manchester 








The new experimental information bureau installed by the L.M.S.R. 
at the Midland Hotel, Manchester 


annual meeting on March 25, Mr. Hadley 
said the company was negotiating for a 
continuance of the allowance in excess of 
the strict mileage proportion on certain 
special traffics allowed by the Rhodesia 
Railways, but expenditure was likely to 
rise on account of wage increases which 
came into force on January 1. 


L.P.T.B. Canteens.—The London Pas- 
senger Transport Board plans to build 
many new staff canteens and to improve 
and enlarge existing ones at bus, coach, 
tram and trolleybus depots, railway 
stations, works, and administrative offices. 
The L.P.T.B. is greatly in need of canteen 
workers, and a poster and press adver- 
tising campaign has been launched de- 
signed to attract them. On an average, 
each of the 151 canteens at present oper- 
ated by the Board is now called on to 
produce more than three times the pre- 
war number of meals. Some 120,000 
meals of all kinds are served daily. 


Postponement of U.S.A. Railway 
Strike.—The nation-wide strike of U.S.A. 
train crews and locomotive drivers, which 
was to have begun on May 18, was post- 
poned for five days in response to an 
urgent appeal by President Truman. The 
strike was called when demands for wage 
concessions were rejected by a fact-finding 
board, which put forward alternative pro- 
posals considered by the unions to be in- 
adequate. The President had signed an 
order of May 17 by which the Govern- 
ment would have taken over and operated 
the railways the next day. Negotiations 
continued, however, and the strike was 
called off 18 min. before it was due to 
begin, after union leaders had received 
assurances that concessions in respect of 
wages and working hours greater than 
those recommended by the board would 
be granted. 


Forthcoming Meetings 


May 30 (Thu.).—The London School of 
Economics & Political Science (Uni- 
versity of London), Houghton Street, 
Aldwych, London, W.C.2. 4.45 p.m. 
“ The Organisation and Control of 
European Inland Transport,” by Pro- 
fessor E. R. Hondelink (Director- 
General of the European Central In- 
land Transport Organisation). 
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Although less buoyant, stock markets 
were again active with business in indus- 
trial shares on a large scale, Monday’s 
dealings of 18,390 being the second highest 
since daily markings of business have 
been officially counted. Earlier weakness 
in British Funds was attributed to selling 
with a view to switching into the new 24 
per cent. Savings Bonds; but this had little 
influence on sentiment in other markets, 
and later, gilt-edged became firmer under 
the lead of a rally in 2} per cent. Consols. 

Industrial shares continued in favour on 
hopes of a somewhat more liberal divi- 
dend policy than during the war years; 
recent announcements created a good 
impression, particularly the higher pay- 
ments declared by Dunlop Rubber and 
Fine Cotton Spinners. 

Iron, steel and coal shares fully held 
recent gains, and there was another upward 
movement in the shipbuilding and _ ship- 
ping groups. Vulcan Foundry attracted 
mcre attention up to 29s. 9d., North 
British Locomotive were 28s. 3d.. Birming- 
ham Railway Carriage 41s. 6d., and Beyer 
Peacock 23s. 6d. 

Home rails maintained a better tendency: 
yield considerations continued to attract 
buyers, and prior charge stocks were 
favoured on their investment merits; but 
best levels were not fully held, the recent 
set-back in British Funds affecting senti- 
ment. Later, however, the tendency 
became firmer, although in some cases 
junior stocks showed fractional declines 
on balance. With industrial and other 
equity shares maintaining an upward trend, 
the assumption is that the yield factor is 
likely to draw increasing attention to 
home rails. 

Hopeful expectations persist of a fair 


Traffic Table and Steck Prices 





; Miles Week 
amaneed open ended 
Antofagasta ... ans a 834 12.5.46 
Arg. N.E. ves sus ce 753 11.5.46 
Bolivar ine on 6 174 Apr., 1946 
Brazil ... ' ae 
B.A. Pacific 2,771 11.5.46 
B.A.G.S. ; 5,080 11.5.46 
B.A. Western... 1,924 11.5.46 
s | Cent. Argentine 3,700 11.5.46 
= °. ~ wai 
z Cent. Uruguay ae 6 970 11.5.46 
<q | CostaRica ... bee : 262 = Mar., 1946 
— | Dorada eA ‘ : 70 = Mar., 1946 
©} Entre Rios... - ; 808 11.5.46 
< | G.W. of Brazil ses sve] S080 11.5.46 
re} Inter. Ctl.Amer. ... ae 794 Mar., 1946 
oS La Guaira we ae te 222 Apr., 1946 
ee Leopoldina ... : | $,918 11.5.46 
3 | Mexican ea sah 483 14.5.46 
o | Midland Uruguay sas i 319 Apr., 1946 
” | Nitrate ch of aOR 15.5.46 
N.W. of Uruguay ha 113 Apr., 1946 
Paraguay Cent. sas 274 17.5.46 
Peru Corp. se ...| 1,059 Apr., 1946 
Salvador “a “as 100 Mar., 1946 
San Paulo . ds - 1534 
Fatal... ~~ —- 156 Apr., 1946 
United of Havana : svat} 308 11.5.46 
Uruguay Northern ... wa 73 Apr., 1946 
«o 
Canadian National ... ... 23,569 | Mar., 1946 
5 \ Canadian Pacific so ...! 17,037 14.5.46 
UO 
Barsi Light? ... ev sen 202 Mar., 1946 
Beira ... one “ 204 Feb., 1946 
Egyptian Delta. wk ~. 607 20.4.46 
3 } Manila “as a 
2 J Mid. of W. Australia... ... 277 | Mar., 1946 
« | Nigeria Re me ... 1,900 | Feb., 1946 
> | Rhodesia nee ies .. 2,445 | Feb., 1946 
South African cs ...| 13,301 13.4.46 
Victoria i ‘ae ... 4,774 Jan., 1945 
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Railway Stock Market 


compensation for stockholders in the 
event of nationalisation. On the other 
hand, conflicting market opinions as_ to 
the basis on which compensation might be 
calculated have emphasised the compli- 
cated nature of the problem. Neverthe- 
less. hopefulness prevails that current levels 
of home railway stocks are likely to 
prove very moderate, particularly as to 
ordinary or equity stocks, and also prefer- 
ence stocks well under their par value. 

In regard to ordinary stocks the ten- 
dency is to favour those with the best 
dividend record over the past twenty 
years; there has been good buying of 
Great Western ordinary. L.M.S.R. senior 
preference and Southern preferred ordinary 
came in for attention in view of the good 
dividend record over a long period of 
years. The view continues that dividend 
payments on junior stocks are likely to be 
maintained for the current year, although 
it is realised that this cannot be taken for 
granted, because last year’s improved pay- 
ments were helped by withdrawals from 
contingencies reserves, and it cannot 
necessarily be assumed that there will be 
further withdrawals of this kind. 

On the other hand, it is possible that 
ancillary income may increase this year. 
Income from the fixed rental will, of 
course, remain unchanged whatever the 
trend in traffics; but even so, there seems 
little doubt that the home railway market 
would receive a strong stimulus if the 
Minister of Transport were to announce 
an increase in railway charges in the near 
future. 

Further gains in home railway stocks 
have not been held, and Great Western at 
60}. compares with 61 a week ago. Great 


Western 5 per cent. preference has risen 
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further from 115+ to 1174, and the 
guaranteed stock put on a further |! at 
1263, and the 4 per cent. debentures \ ere 
115} comparing with 114 a week ago. 
Whereas L.M.S.R. at 28 and the 1923 
preference at 59 were unchanged on 
balance, the senior preference has risen 
further from 82} to 84, and the 4 per cent. 
and 5 per cent. debentures were higher at 
112 and 107 respectively; the guaranteed 
stock at 106 failed to hold an earlier gain. 

L.N.E.R. second preference (284) was 
the same as a week ago: but the first 
preference at 59 gained a point. The first 
guaranteed (106) and the second guarin- 
teed (985) were higher on balance although 
best levels have not been held. L.N.E.R. 
4 per cent. debentures were a point up at 
112. Southern deferred eased to 21}, com- 
pared with 22 a week ago, and the pre- 
ferred ordinary was fractionally lower at 
78}, after rising to 794. Southern prefer- 
ence rose from 115} to 1174 and the 4 per 
cent. debentures from 113 to 1144. A 
feature has been a good rally in London 
Transport “C™ from 58 to 61. 

Argentine rails continued more active 
but later lost ground. Buenos Ayres 
Great Southern was I14, compared with 
124 a week ago, the 5 per cent. preference 
unchanged at 263, and the 4 per cent. 
debentures receded from 70 to 673. 
Buenos Ayres Western was favoured at 12 
on hopeful views as to the dividend out- 
look. A feature was a rally in Great 
Western of Brazil, the ordinary improving 
to 27s. and the preference to 37s. Leo- 
poldina debentures fell back to 59 on 
reports of labour troubles, but Antofagasta 
ordinary and preference were again better. 
Mexican Railway stocks reflected profit- 
taking. 


of Overseas and Foreign Railways 


- | 
Se eee F Aggregate traffics to date Prices 
= Totals Shares a Pn : 
3S or ow ¥n QO 
oa eee mrmee se | seeck | OE | BS | oe 
this year with 19445 Z 1945 6 19445 ecrease ie & 2 
£ £ £ £ £ 
32,180 5,360 19 627,570 571,230 56,340 Ord. Stk. 12 83 i 
ps.297,200 ps.12,000 45 ps.13,316,500 ps. 13,344,400 ps.27,900 ve 10 53 5 
4,287 610 17 18,402 20,965 2,563 6p.c.Deb. 84 54 6} 
Bonds 25 17 28 
ps.2,357,000 ps.37,000 45 ps!03,02!1,000 ps.99,024,000 ps.3,997,000 Ord. Stk. 7 5 6 
ps.3,694,000 ps.761,000 45 ps!61,456,000 ps.151,158,000 ps.10,298,000 Ord.Atk.| 13% 104 114 
ps. 1,231,000 ps.222,000 45 ps.54,084,000 _ps.50,766,000 ps.3,318,000 “ 122 94 113 
ps.3,262,242 + ps.502,792 45 ps. 54,084,000 ps.130,094,900 +ps.12,102,076 ‘ 92 7 7; 
Dfd. 5 23 34 
47,324 10,787 45 1,774,808 1,562,873 211,935 Ord. Stk. 74 4 7} 
30,768 34 38 252,872 203,304 49,568 Stk. 164 13 125 
26,161 2,061 13 85,975 82,705 3,270 | Mt.Deb. 103 102 1014 
ps. 433,600 ps.7,400 45 ps.19,110,100 ps. 17,872,500 ps.!,237,600 Ord. Stk. 7+ 4 54 
24,300 6100 19 564,600 500,800 63,800 Ord.Stk. 30 236 266 
$990,479 $192,442 13 $2,914,465 $2,280,411 $634,284 
5,488 1018 I7 22,338 22,416 78 Sp.c.Deb. 78 70 614 
53,329 8.641 19 | 076,783 845,449 231,334 Ord. Stk: + 34 Pt 
ps. 835,900 ps.289,300 19 ps.16,116,800  ps.11,758,500 ps.4,358,300 Ord. Stk. 3 5 14 
16,340 2,535 40 180,630 175,706 4,924 
7123 2,220 19 83,031 68,100 14,931 | Ord. Sh. | 75/6 | 67/6 | 783 
4,902 720 40 54,275 56,659 2,384 
¥85,650 + G720 46 @2,804,274 2,785,995 Gi\8,279 Pr.li.Stk. 79% , 77 75+ 
149,091 23,048 40 1,401,933 1,296,522 105,411 Pref. 103 73 105 
c 175,000 27,000 36 c 1,255,000 c 1,159,000 c 96,000 
Ord.Stk.| 602 50} 563 
5,180 2,270 44 33,200 26,280 6,920 Ord.Sh. 17 106 163 
78,594 27,310 45 2,635,411 2,456,816 178,595 Ord. Stk. 3 | 13 
1,582 381 40 17,349 16,259 1,090 
6,520,600 888,600 13 18,471,800 20, 168,600 1,696,800 
1,020,200 94,800 19 20,771,200 22,320,400 1,549,200 Ord.Stk. | 24 143 224 
34,282 7,537 | 52 312,315 269,828 42,487 Ord.Stk. 131 123 1124 
63,146 9,155 20 337,628 386,578 48,950 - 
16,465 1,474 3 33,174 36,015 _ 2,841 Prf. Sh. 10 $ 6 
B. Deb. 7 554 | 71t 
18,366 431 36 152,484 173,275 - 20,791 Inc. Deb. 97; 85 75 
350,919 35,117 46 3,153,983 3,515,685 361,702 - 
466,118 + 8,293 20 2,476,064 2,526,805 50,021 
1,094,466 51,560 2 2,130,360 1,948,345 182,015 
1,204,720 75,151 - : — 


+ Receipts are calculated @ Is. 6d. to the rupee 
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